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Control 
Desks 


Relay Racks 


Westinghouse Brake & Signal Co. Ltd. 


82 York Way, London, N.1 
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is now in service in, or on order for, Great 
Britain, Europe, South America and 
South Africa and its efficiency has been 
established by many years of exacting 
service. 


It includes 


THE 
ROUTE UNIT SYSTEM 
OF POINT OPERATION 


in which one complete route at a time is set up by 
pressing one push button, which automatically sets 
all the points for that route. Controlled by a ‘‘ king”’ 
track circuit the pressing of a push button prevents 
the pressing of any other push button until that 
track is cleared. 


The setting of each route is done by quick acting 
progression relays, arranged in compact groups ona 
rack occupying very little floor space, and giving 
maximum access for wiring and maintenance. The 
relay racks are factory wired and thus save install- 
ation times and cost. 


The control panel also carries track, signal and point 
indications. 


Point operation can be either by electro-pneumatic 
point motors or electric point machines, both speci- 
ally designed for the rapid operation necessary in 
hump yard working. 


Point Operation 
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SVENSKA AKTIEBOLAGET BROMSREGULATOR - MALMO - SWEDEN 
Société des Régleurs de Freins SAB — 64, rue de Rome — Paris 
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RAILWAY MATERIALS 


The Steel Peech & Tozer works is famous for its steel tyres, produced 
for every kind of rolling stock up to the largest locomotive tyres. 
Notable are the unusually tough and hard-wearing ‘CP’ and ‘BC’ 
brands, and other specially-treated tyres, much esteemed by 
railway engineers in many lands. At this works are also produced 
rolled steel solid wheels, disc centres, locomotive carriage and 
wagon straight axles, locomotive crank axles and laminated springs. 


At the Workington plant high duty wear--resisting Bessemer acid 
steel rails are made, together with fishplates, bearing plates and 
steel sleepers. 


STEEL PEECH & TOZER : THE ICKLES - SHEFFIELD 


WORKINGTON IRON & STEEL COMPANY - WORKINGTON 


Branches of The United Steel Companies Limited of Sheffield, England 
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STONES PROViDE THE §5 BEST FOR THE PURPOSE 


RAILWAY 
SPECIALITIES 


for locomotives and carriages 
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LOCOMOTIVE LIGHTING COOKING EQUIPMENT 
SMITH-STONE SPEED INDICATOR PRESSURE VENTILATING 
FOR LOCOMOTIVES & HEATING EQUIPMENT 
ELECTRIC WATER HEATING BRONZE BEARINGS 

& ELECTRIC WATER RAISING AND NON-FERROUS 
APPARATUS ALLOYS & RIVETS 


J. STONE 
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Works: Trafford Park, Manchester 17 


RAILLWAY PLANT 


MOBILE CRANES 
BREAKDOWN CRANES 
TURNTABLES 

AMOR AUE |G BULEERSOEOES 
TRAVERSERS 

EOCOsROISTs 

WHEEL LOAD INDICATORS 
F@ GOR FIEEES DROPS 


RAPIER 6 Standard Mobile Crane 
for Container Traffic. 


RANSOMES & RAPIER LTD 


ENGLAND 
IPSWICH : Waterside Works 32, Victoria Street, LONDO) 


LA BRUGEOISE 


ET NICAISE & DELCUVE 


Vill 
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Steel-works, Forges and Engineering Works 
Head-Office and General Direction at 
St-Michel near Bruges 


PXILIL IR TOILILIIN TGS) PONG IS 

AND FIXED EQUIPMENT FOR 

RAILWAYS AND TRAMWAYS 

BRIDGES, FRAMEWORKS, TANKS, GAS-HOLDERS AND ALL 

STEEL CONSTRUCTIONS RIVETED AND WELDED 
@ 


WHEEL SETS — STEEL CASTINGS — IRON FOUNDRY 
SPRINGS 


IX 


Alphabetical Index of Advertisers 


Firms : 


Anglo-Franco-Belge des Ateliers de La 
Croyére, Seneffe et Godarville (Soc.). 

Ateliers de Construction Oerlikon . 

Ateliers Métallurgiques (Les) . 

Baume & Marpent (S. A.) . 

Belgian National Railways . 

Bell Punch C°, Ltd. . 

British Timken Ltd. . 

Brown, Boveri & C°, Ltd. . 

Brugeoise et Nicaise & Delcuve. 

Cockerill (John) 

Colvilles, Ltd. 

Docker Brothers 

English Electric, Ltd. (The) 

E. V. R. (L’Eclairage des Véhicules : sur 
Rail) 

Ferguson Ltd.. 

Ferranti, Ltd.. 

Firth (Thos) & Brown (John), Ltd. 

Forges de Courcelles-Centre (S. AW 

General Steel Castings Corp. 

Gresham & Craven, Ltd.. 

Hasler (A. G.) 

Imperial Chemical Tadustiies Limited 

Isothermos (Société générale) . 

H. W. Kearns & C°, Ltd. 

Matisa Equipment Limited . 

Philips Gloeilampenfabrieken . 

Pieux Franki . 

Ransomes & Rapier Limited: 

RIV (Officine di Villar Perosa) . . 

S. A. B. (Svenska Aktiebolaget Broms- 
regulator) 

Siderur (Société Comnercnle ia ‘Sidé- 
rurgie) . ’ 

S. K. F. (Société Belge aes Roulements a 
Billes) . a eine 

Stone J. & C°, Ltd. 

Superheater Company (The) 

Thomas De La Rue & C°, Ltd. 

United Steel Companies, Ltd. (The). 

Usines Emile Henricot . 


Vacuum Oil C°, Ltd. 

Vulcan Foundry Ltd. 

Westinghouse Brake & Signal C°, Ltd.. 
Whitelegg & Rogers Limited . 


Specialities : 


Locomotives and railway rolling stock. 

Electrical equipment for all traction requirements. 
Locomotives and railway rolling stock. 

Railway rolling stock and fixed equipment. 
Passenger and freight services. 

Ticket issuing machines. 
Tapered-roller-bearing-axle-boxes. 

Electric locomotives. 

Railway rolling stock and fixed equipment. 
Machinery and metal structures. Diesel-electric locomotives 
Fireboxes. 

Paints, lacquers and varnishes for every purpose. 
Railway electrification. 


Railway lighting equipment. 
Tractors. 

Electrical equipment. 

Railway forgings and tools. 
Draw gear, forged ironwork. 
Truck beds for locomotives. 
Locomotive injectors. 

Speed indicators and recorders. 
Boiler feedwater treatment. 
Axleboxes. 

Machine-tools. 

Permanent way equipment. 
Fluorescent lamps for railway coaches. 
Concrete railway sleepers. 
Railway plant. 

Axleboxes. 


Automatic slack adjusters. 
Rails, sleepers. 


Axleboxes. 

Railway equipment. 

Superheaters for locomotives. 

Decoration for the interior of Railway carriages. 

Railway materials. 

Automatic couplers; steel castings for railway rollin 
stock. 

Lubricants for locomotives, ships, etc. 

Locomotives. 

Railway signalling. Brakes. 

Fireboxes for locomotives. 
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LIBRARY 
OF THE 


Permanent Commission of the International Railway Congress Association 


READING ROOM : 19, rue du Beau-Site, Brussels. 


Works in connection with railway matters, which are presented to the Permanent 
Commission are mentioned in the « Bulletin ». They are filed and placed in the library. 
If the Executive Committee deems it advisable they are made the subject of a special 
notice. Books and publications placed in the reading room may be consulted by any 
person in possession of an introduction delivered by a member of the Association. Books, 
etc., may not be taken away except by special permission of the Executive Committee, 


The Permanent Commission of the Association is not responsible for the opinions 
expressed in the articles published in the Bulletin. 


All original articles and papers published in the Bulletin are copyright, 
except with the consent of the Authors and the Committee. 


An edition in French is also published. 


Vol. XXVIII. — No. 10. 


October 1951. 


BULLETIN 


OF THE 


INTERNATIONAL RAILWAY CONGRESS 


ASSOCIATION 


(ENGLISH 


[ 385. (06 .112 ] 


EDITION) 


FIFTEENTH SESSION 


Rome : 25th September-4th October 1950. 


GENERAL PROCEEDINGS 


4th Section : GENERAL 


INAUGURAL MEETING 
September 26th, 1950, at 9 a. m. 


PROVISIONAL PRESIDENT : Mr. F. Q. DEN HOLLANDER, 
MEMBER OF THE PERMANENT COMMISSION OF THE ASSOCIATION. 


— The Meeting opened at 9 a.m. 


The President. — Gentlemen, the Per- 
manent Commission has requested me to 
preside over the inaugural meeting of the 
4th Section. As you know, the agenda 
of the works of this Section includes the 
study of questions not only of great 
interest, but also of great importance 
even for the existence of the railways. 


The Permanent Commission has sug- 
gested as President: Dr. D. J. WANSINK, 


1 


General Manager of the Netherlands 
Railways Company. (Applause. ) 


I am sure that under his guidance, 
your Section will do its task for the best 
of the aims pursued by the Railway 
Administrations. 


The President. — Gentlemen, I wish 
first of all to express my thanks to Mr. DEN 
HOLLANDER for his kind words and 
I assure you that I will do my best to 
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assist you to find the solution of the 
questions to be studied by our Section. 


Now, we have to make up the Bureau 
of the Section; the Permanent Commis- 
sion propose the election as_ Vice- 
Presidents of : 


H. E. Dr. Sayed ABDEL WAHID BEY, 
General Manager of the Egyptian State 
Railways, member of the Permanent 
Commission of the Association; and 


Mr. G. LINDENBERG, Advisory Engineer 


OcTOBER 1951 


to the High Commissioner for the Union 
of South Africa, member of the Per- 
manent Commission of the Association; 


and as Principal Secretary : 


Mr. H. LENFANT, Principal Engineer, 
Belgian National Railways. 


(Marks of approval and applause.) 
— The Section on the President’s 


proposal subsequently completed its Bu- 
reau and drew up a provisional agenda. 


[ 385 .1 ] 


QUESTION X. 


Drawing up the financial balances regarding passenger and 
goods services taking into account the prime cost of trains : 
per category, per line and per type of motive power. 


Principles and methods of calculation, 


Preliminary documents. 


Report (America [North and South], 
Burma, China, Denmark, Egypt, Finland, 
Great Britain and North Ireland, Domi- 
nions, Protectorates and Colonies, India, 
Iran, Iraq, Malay States, Norway, Pakis- 
tan and Sweden), by ARNE SJOBERG. (See 
Bulletin for April 1950, p. 447, or sepa- 
rate issue No. 11.) 


Report (Austria, Belgium and Colony, 
Bulgaria, Czechoslovakia, France and 


Colonies, Greece, Hungary, Italy, Luxem- 
burg, Netherlands and Colonies, Poland, 
Portugal and Colonies, Rumania, Spain, 
Switzerland, Syria, Turkey and Yugo- 
slavia), by R. DuGas. (See Bulletin of 
June 1ISOS pavi2i iy or eseparate missile 
No. 24.) 


Special Reporter : ARNE SJOBERG. (See 
Bulletin, October 1950, p. 2111.) 


DISCUSSION BY THE SECTION. 


Meeting of the 26th September 1950. 


PRESIDENT : 


— The meeting began at 9.15 a.m. 


The President (in French). — Gentle- 
men, the first item on our agenda is 
Question X. 


I call upon Mr. SJ6BerG, Special 
Reporter, to give us a brief summary of 
his report. 


Mr. Sjéberg gave a brief summary of 
the general outlines of his special report. 


Dr. D. J. WANSINK. 


The President. — Gentlemen, now 
that Mr. SJOBERG has given us this report, 
I suggest that first of all we exchange our 
general ideas on the question under 
discussion. We will then discuss point 
by point Summaries | to 9 suggested by 
Mr. SJOBERG in his special report. 

I think that the Summaries of the 
Reporters will be a good basis for the 
text to be submitted to the Plenary 
Meeting. 
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Does anyone wish to say anything 
about any special point in connection 
with Question X? (No Delegates came 
forward.) 


For my part, I would like to raise the 
question of the possibility of mentioning 
a third way of calculating the costs, 
besides the two methods explained in 
the reports by the two reporters. This is 
the method used by the Netherlands 
Railways based on industrial book-keep- 
ing principles. It consists in dividing the 
railway accounts into a large number of 
units each of which corresponds to a unit 
of organisation by the railway. By this 
method it is possible to follow the costs 
in each division, in each unit of the 
railway, which makes it possible to 
allocate the costs directly without using 
any arbitrary means to determine them 
in the case of nearly all expenditure. 
I will not go into details of the method, 
but I should lke to point out that up 
to 83 % of the operating costs can be 
directly allocated in this way. If the 
amortisation and financial charges are 
included, up to 76 % can be allocated 
in this way. By following this method, 
we can therefore get a fairly exact picture 
of the different categories of costs. At 
the same time, we also fix some standard 
costs : working hours, locomotive hours, 
fuel consumption, which makes it possible 
for us to calculate the cost of any special 
transport, such as the transport of coal. 
The latter, which represents about 40 % 
of our goods receipts, is calculated 
according to this method, which might 
be called the synthetic method. I am 
pointing this out not for propaganda 
reasons, but because in my opinion this 
method is worthy of mention since we 
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think it is invaluable, not only for deciding 
the costs by means of a complete structure 
of accounts, but also for controlling the 
efficiency of the different divisions of our 
railway, in view of the fact that each 
departmental head is responsible for the 
results obtained. 


I now call upon Mr. DUGAS. 


Mr. Dugas, Reporter (in French). — First 
of all I must apologise, since it fell to me 
to deal with the reply received from the 
Netherlands Railways, for having made 
too brief a summary of the synthetic 
method, as in actual fact we indicated 
how this railway carried out its cal- 
culations by actual examples when review- 
ing the various problems arising. For my 
part I am very glad that there is no 
standard method of calculating the costs, 
but rather several methods, because 
I think, that with such a diversity of 
problems, it would be a very extra- 
ordinary thing if a single method could 
completely solve the question. As we 
are now concerned with principles, I 
would like to add a few words about 
the book-keeping method. I think that 
this term, though quite accurate taking 
it all in all, may mislead the reader. It 
is not merely a question of the accounts. 
Book-keeping by itself cannot solve the 
economic problems that may arise. It is 
indeed possible to arrange one method 
of book-keeping in such a way that it 
will solve the economic questions that 
may arise as far as possible, especially 
questions concerning the cost prices, but 
this is an ideal that cannot be completely 
attained. Consequently, what we mean 
by « book-keeping method » is in reality 
a method, based on statistics, which is 
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essentially different from merely keeping 
accounts, as it even makes use of what 
we call actual soundings, that it to say 
observations and instantaneous photo- 
graphs, which have nothing to do either 
with book-keeping or statistics. Alto- 
gether a whole lot of heterogeneous data 
are required in connection with this 
problem. I suggest we keep the term 
« book-keeping method » in parenthesis, 
but it must be admitted that we need 
other data than purely accountancy ones. 
The value of any given method resides 
essentially in the way the results of the 
calculations are used. When making a 
study of the costs, the maximum amount 
of information and conclusions must be 
obtained. Any method which in the final 
analysis merely gives a short summary, 
would not be of any practical value, 
since in the case of any particular problem, 
the maximum amount of details are 
needed. Moreover the book-keeping 
méthod, if I may be so bold as to say 
so is of value in any case. It produces 
a reality; this reality is the budgetary 
reality. The latter, as you know, is not 
a particularly happy one on most railways 
at the present time, but this is no reason 
why it should not be constantly kept in 
mind. And then it must be « buckled 
up », that is to say that the synthesis 
of all the calculations made of every 
description must give again the balance 
itself of the operating account. 


Mr. Girette, French National Railways 
(in French). — Mr. PRESIDENT, I was 
much struck by the statement that 83 % 
of the operating costs can be allocated 
without the use of arbitrary keys. Would 
it be possible to get a little more infor- 
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mation on this point, without going 
outside the field of principles? 


M. Harrison, British Railways. — May I 
ask the PRESIDENT a question bearing on 
his remarks? When he spoke of what 
they were doing on the Dutch Railways, 
may I take it that he was referring, in 
part, to what is described in paragraph 4 
of the Special Report, which says that 
to deal with profit and loss statements 
regarding passenger and goods services, 
which are the main interest of this report, 
it is necessary to have those basic costs 
which I put shortly as costs per ton mile 
for freight, and costs per passenger mile 
for passenger traffic? In Holland, do 
they express their costs in these terms, 
and if so, do they express them simply 
as flat « costs per ton mile » or « per 
passenger mile » for any range of distance, 
or do they group these costs into short, 
medium, and long-distance traffic, because, 
on British Railways, it is true to say that 
we are very much concerned about 
differences which arise in these groups 
of distances? 


The President. — First of all I must 
answer Mr. DuGAs who has brought out 
the difference between the various me- 
thods of calculating the cost price: the 
standard method, the synthetic method 
and the book-keeping method. In order 
to define these methods I think it would 
be more exact to state that in the case 
of the book-keeping method, this is the 
only one which ensures the « buckling 
up » of the budget, whereas the other 
methods may show higher costs than 
those formerly shown in the accounts. 
On the other hand, the standard cost 
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price, according to the meaning of the 
word « standard », imposes on the opera- 
tors the duty of running the railway at 
an efficient level. « Standard » prices 
only include those costs which are 
actually involved according to the state 
of the technique and organisation. As an 
example, I would like to point out first 
of all that the « wastage » encountered 
throughout on the Netherlands Railways 
is not included in the standard costs, but 
in practice it should be included. It 
should also be taken into account in the 
matter of policy in selling prices. Another 
example, means of production no longer 
used, such as surplus wagons and loco- 
motives whose amortisation is not yet 
completed, are not taken into account. 
They should be considered as a loss, 
fixing standard amounts which should 
be based on the actual production costs. 
It therefore becomes necessary to make 
the costs shown by our book-keeping 
method coincide with the standard costs. 
The former are the costs which are 
determined afterwards, whereas the stan- 
dard costs method gives the costs before 
the operation takes place. 


Mr. GrReTTE asked if I could give him 
an example of the method followed to 
allocate 83 % directly without using any 
special keys. We have been able to do 
this thanks to a special organisation which 
gives us full details about the operations 
which take place during any given work. 


In this connection, I will read you an 
extract from an article which the railway 
is shortly going to publish, which reads 
as follows : « All the costs in connection 
with these workmen are charged category 
by category to the department concerned, 
namely : wages, emoluments (supervision), 
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social costs, lodgings, material, etc. Using 
the account sheets relating to the hourly 
output of the men, these costs are then 
charged to the accounts of the other 
departments, upon whose behalf these 
men were working ». A tradesman who 
works five hours on a coach.in the sheds 
is charged up to the passenger traffic, the 
other three hours are perhaps charged 
up to the goods traffic. When a skilled 
worker, for example, is occupied for 
five hours at the liquid fuelling plant, 
the account « Workmen » is credited 
with a sum corresponding to five times 
the hourly wage, whilst the fuelling 
department is debited with an equal 
amount. But I will not go further into 
details, as this would take us too far. 
If Mr. GIRETTE is interested we shall be 
very pleased to show him how the work 
is actually done. 


M. Sherrington, British Railways. — We 
are fortunate in having here today the 
greatest experts in Europe on the question 
of cost finding, and there are three matters 
of principle that I would like to raise. 


The first arises as to whether your 
Accountancy Department is to be re- 
garded, in its function of cost finding, 
as a department, or whether cost finding 
is to be allocated as a separate section, 
or part of a section, of the Management? 
I think that this is a fundamental question 
of principle, and I would like to have the 
guidance of Messrs. DUGAS and SJOBERG. 


The second question is also a matter 
of principle. If one develops cost finding 
to finality, and acts on it by, say, closing 
lines, is there not a little danger that 
when you look at your net receipts after- 
wards — having closed part of a line 
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shewn to be running at a deficit — you 
may find that actual revenue has fallen 
so far as to destroy the assumed benefits 
of the closure? 

The third point is this — we in England 
have never adopted the gross ton mile, and 
therefore we have some difficulty in follow- 
ing the example of the method adopted 
by Monsigur DuGas in France, and the 
units used on the American Railways. 
This has been discussed many times with 
American railway officers, including Mr. 
BARRIGER, mentioned in this paper, and 
it is difficult to see, unless we have the 
gross ton mile, how we can measure the 
cost of the work done. All this measure- 
ment, in the figures of the French and the 
Americans, is based on the gross ton 
mile. 


Mr. Sjoberg. — We have said that 
there are three methods for this cost 
finding : one is the book-keeping method, 
the second is the alternative budgetary 
method, and the third is the standard 
cost method applied by the Netherlands 
Railways. I think that the three methods 
may be considered as three variants of 
the same general method. When you are 
carrying out cost investigations, you 
must use all the knowledge available as 
regards the accounts, statistics, budgets, 
technical aspects, organisation, as well 
as all the resources of your own imagi- 
nation, keeping in mind _ the 
developments on both the technical side 
and the organisation side. That is why 
I consider for most of the categories it 
is important to make use of all the 
methods available. 


Mr. Laloni, /talian State Railways (in 
French). — Mr. PRESIDENT, in my opinion 


future. 
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I do not think it is a question of three 
or four methods. There are simply two 
methods, as Mr. DuGas said, namely : 
the book-keeping method and the indirect 
method based on statistics. The relations 
between statistics and accounts are very 
clear. Accounts are simply a form of 
statistics applied to the financial pheno- 
menon. It is simply a matter of dividing 
up the different costs according to an 
account scheme and finding out from the 
statistics, according to the standard plans 
adopted by the American « International 
Commission », analysing the operating 
costs to the maximum possible extent in 
order to have complete financial statistics 
when the accounts are balanced. But 
there is something lacking. As I have 
just said, in certain cases it is necessary 
to make use of statistics applied to the 
financial phenomenon. These finanvial 
statistics are very easy to understand. 
In particular, they do not apply to tech- 
nical phenomena, or the allocation of the 
stock or the staff. It is not possible to 
bring out such information in the accounts. 
The PRESIDENT has just told us that 
according to the Netherlands method, it 
is possible to divide up the work between 
two different divisions. In my opinion 
this is a book-keeping method. On the 
other hand, I am not altogether convinced 
that the high percentage of 83 % of the 
costs can be allocated, as I find myself 
making some reservations as to whether 
it is possible for the accounts to know 
if a workman has worked nine full hours 
on repairing a wagon or if he has devoted 
three hours to some other job. But in 
my opinion, Mr. PRESIDENT, as regards 
our statements of cost, it is necessary to 
be certain of the accuracy of these 
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accounts which go so far as to define 
the cost of an hour’s work for a man 
and the financial application of this 
value. I am afraid that too detailed a 
system of book-keeping will involve 
additional administrative costs which will 
wipe out the value of the method, so we 
should ask ourselves whether the game 
is worth the candle, if it is better to 
follow the method of such an Admi- 
nistration, drawing up a budget of costs 
from time to time, by making use of the 
accounts and statistics which I mentioned 
when speaking of the general operating 
statistics. That the determination of the 
cost is useful, necessary, even indis- 
pensable, to judge of the general use- 
fulness of various categories of trains and 
classes, we are all agreed, but what is 
the most economic method? In my 
opinion, the results obtained by the two 
methods are very similar. We may find 
differences of a certain percentage between 
the results, but I think there is no need 
to recommend the general adoption of 
one or other method. To arrive at this 
solution it is necessary in the first place 
to determine the costs for a financial 
statement up to the maximum, so as to 
be able to ventilate, as the saying is, by 
means of statistics, the expenditure up 
to a certain limit. 


Mr. Dugas. — I would like to add 
something in order to be simply a little 
more precise. I think, as Mr. LALONI 
has just said, that there are not several 
methods which are really different, but 
different ways of using the same general 
methods, and above all for arriving at 
the same end. Obviously on the railway, 
we ourselves have an interest in using 
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industrial accountancy for certain parts 
of our operations. For example, take 
the case of a large shop employing 
1500 men under a _ single authority 
dealing with the organisation of the 
work, working rates, premiums, etc., it 
is only rational for such a shop to have 
industrial costs and that the latter will 
be used by those endeavouring to deter- 
mine the railway costs. But what is true 
in the case of the shops, as regards the 
maintenance of stock, is certainly not so 
in the case of marshalling yards, handling 
operations and pointsmen, and many 
railway operations which are widely 
dispersed and have none of the charac- 
teristics of operations lending themselves 
to industrial book-keeping. I think this 
is what our Italian colleague was pointing 
out. 


Mr. Sjoberg. — Regarding the first 
point raised by Mr. SHERRINGTON, name- 
ly the special sections of the railway 
directly under the general management, 
I think that we have in our midst several 
General Managers of European Railways 
who could probably answer this question, 
but it is my belief that the sections dealing 
with the determination of the costs are 
usually attached to the General Mana- 
gers Ofiice. 

As regards the second point, i. e. the 
problem of closing branch lines and the 
difficulties that may arise thereby for the 
main line traffic, my first report on an 
analysis of the traffic of the Danish 
Railways in 1936 is quite instructive on 
this point I believe. 


Regarding the third point raised by 
Mr. SHERRINGTON as to the lack of 
the gross ton mile figures in Great Britain. 
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I think that the British statistics of wagon- 
miles and passenger coach-miles would 
probably go some way to fill up the gap. 


The President. — After this general 
discussion, we are now going to study 
the « Summary » of the Special Report 
point by point. I will ask the Meeting 
to vote on the Special Reporter’s sum- 
maries, which we shall eventually submit 
to the Plenary Meeting. Will Mr. Bre- 
CHOT, Secretary, please be good enough 
to read Summary 1. 


Mr. Bréchot. — Summary I : 


1. The use of an efficient system of cost 
finding is still very limited among the rail- 
ways and often merely in an experimental 
stage. 


The President. — Are there any com- 
ments ? 


— Adopted without comment. 


Mr. Bréchot. — Summary 2 : 


2. From the experience already acquired 
by different railways it can be concluded 
that in the present railway economic situa- 
tion a workable cost finding system including 
among other things calculations of marginal 
and average costs of trains per category, per 
line and per type of motive power and of 
financial balances regarding passenger and 
goods services and different regions of a 
railway system must be considered to be of 
fundamental importance in attaining efficient 
and financially sound railway enterprises. 


The President. — Has anyone anything 
to say about this Summary? 


Mr. Dugas. -— I would like to make a 
remark about the text where mention is 
made of the « cost price... attributable 


BULLETIN OF THE INT. RAILWAY CONGRESS ASSOCIATION 655 


to the trains per category, per line » and 
further on « ... and different regions of 
a railway system ». I think it would be 
better to cut out « per line » and leave 
only... « and different regions of a rail- 
way system... » otherwise the problem of 
geographical ventilation comes in at two 
different points. It would be better to 
speak cof regions than lines; it is harder 
to establish the cost per line than per 
zone. 


Mr. Laloni. — I am sorry to say I do 
not agree with Mr. DuGas. We must 
keep the words « per line », « region » 
is a geographical not a railway idea. 
It is the line with which we are concerned. 


Mr. Dugas. — The same idea is repeated 
twice. We only want it once. 


Mr. Girette. — To get Messrs DUGAS 
and LALONI to agree, I suggest suppressing 
« per line » at the beginning and later on 
replacing « region » by « line ». 


Mr. Bréchot read the modified text, as 
follows : 


« 2. From the experience already ac- 
quired by different railways, it can be 
concluded that in the present railway 
economic situation, a workable cost 
finding system including amongst other 
things calculations of marginal and aver- 
age costs of trains per category, per type 


- of motive power, and of financial balances 


regarding passenger and goods services 
and different lines of a railway system 
must be considered to be of fundamental 
importance for efficient and financially 
sound railway management. » 
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The President. — Does everyone agree 
to the French text? (Agreed. ) 


Mr. Miles Beevor, British Railways. — 
I would like to suggest a shortening of 
the last two lines. It seems to me that 
it would be sufficient to say: «... be 
considered to be of fundamental import- 
ance for efficient railway management ». 


Mr. Sjoberg. — No objection. 


The President. — We are therefore 
agreed about Mr. MILes BEEVOR’s sug- 
gestion and will go on to Summary 3. 


Mr. Bréchot. — Summary 3 : 


3. In broad outline two different systems 
of cost finding can be distinguished, « the 
accounting method » and « the alternative 
budget method ». 


The accounting method is primarily based 
on an analysis of the expenses of a past 
year, while the alternative budget method 
involves an estimation of the development 
of future expenses and revenues. 


However one can distinguish different lines 
of development as regards the accounting 
method. At one extreme a very schematic 
cost division between a few service branches 
and at the other a very detailed accounting 
analysis of the costs of different categories 
of trains, traffics, ete. According to the 
latter very complete variant of the accounting 
method the calculated costs of the base-year, 
when applied to future time periods, are 
readjusted to take into account modifications 
in the economic conditions, in the traffic 
characteristics, etc. 


In its most advanced form the accounting 
method, as applied e.g. in France and in 
Belgium, will therefore give the same results 
as the alternative budget method. 


Mr. Dugas. — I suggest a very slight 
modification in the form, by altering the 
3rd paragraph to: « ...a very detailed 
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accounting and statistical analysis... ». 
The analysis must necessarily be both 
accounting and statistical. We might 
say : « ... a very detailed accounting and 
statistical analysis of the costs involved...» 
which makes it clear that the solution to 
the problem will not generally be found 
in the accounting itself. 


Mr. Laloni. — Agreed. 


The President. — Any other objections, 
Gentlemen? For my part I should like 
to see the third alternative added to 
Summary 3, in agreement with the 
Reporter, i. e. mention made not of 
two different methods but of three. 


Mr. Sjoberg. — Might I suggest 
including in this paragraph the following 
text : « One special variant is the standard 
method of establishing the costs used by 
the Netherlands Railways ». 


Mr. Girette. — If I understood the 
description of the Netherlands method 
alright, it begins like the accounting 
method, seeing that, as explained, it 
goes very far in analysing the costs of 
the different units of work. This method 
ends like the alternative method by a 
synthetic presentation of the results. 

I do not think that this is a new method 
but rather a combination of the two 
methods. Would it not be possible to 
present these two methods as methods 
which are not mutually exclusive but 
lend themselves to very varied com- 
binations. 


The President. — Gentlemen, I think 
my report has given rise to a misunder- 
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standing. On the one hand there is the 
allocation of the costs on the basis of 
industrial book-keeping and special cal- 
culations of inter-accountancy character. 
On the other hand, in allocating the cost 
of transport, wastage is actually elimin- 
ated. To calculate the cost prices, it is 
necessary to take the « standard » costs 
as a basis, and these naturally to a large 
extent are based on experience but also 
contain an element which decides the 
norms to which one must work. Gent- 
lemen, as the Summary must take these 
various methods into account, I suggest 
that in addition to the text suggested by 
_Mr. SJOBERG we make a brief mention 
of the variant adopted by the Netherlands 
Railways. Does everyone agree to this 
suggestion? (Agreed. ) 


— Summary 3 was adopted in the 
modified form as follows : 


« 3. In broad outline, two different 
systems of cost finding can be dis- 
tinguished, « the accounting method » 
and « the alternative budget method ». 
A special variation of these two sys- 
tems of cost finding is the method of 
standard costs applied, for example, by 
the Dutch Railways. 


« The accounting method is primarily 
based on an analysis of the expenses 
of a past year, while the alternative 
budget method involves an estimation 
of the development of future expenses 
and revenues. However, one can 
distinguish different lines of develop- 
ment as regards the accounting method. 
At one extreme a very schematic cost 
division between a few service branches 
and at the other a very detailed accounting 
analysis, at the same time statistical, 
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of the costs of different categories of 
trains, traffics, etc. 


« According to the latter very com- 
plete variant of the accounting method, 
the calculated costs of the base-year, 
when applied to future time periods, are 
readjusted to take into account modifica- 
tions in the economic conditions, in the 
traffic characteristics, etc. 


« In its most advanced form the 
accounting method, as applied, i. e. in 
France and in Belgium, will therefore 
give the same results as the alternative 
budget method. » 


Mr. Bréchot. — Summary 4: 


4. A general system of cost finding com- 
prises as a basic element calculations of 
average and marginal costs of different 
operating services (cost of trains per cate- 
gory, per line and per type of motive power, 
etc.) and of the various categories of traffic 
services (costs per passenger carried, per 
ton forwarded, costs per passenger-kilometre, 
per ton-kilometre, etc.). With these costs 
as a basis one can form e.g. the financial 
balances (profit and loss statements regard- 
ing passenger and goods services), which are 
the main interest of this report. 


Mr. Sherrington. — I think that the 
wording of Summary 4 should be on the 
same lines as that of Summary 2. 


The President. — I would like to point 
out that Summary 4 does not include the 
word « region », which was deleted in 
Summary 2. 


Mr. Laloni. — I suggest saying at the 
end of the paragraph, instead of « ... the 
main interest of this report » « the main 
object of this report ». 


This suggestion was approved and Sum- 
mary 4 adopted with this amendment. 
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Mr. Bréchot. — Summary 5: 


5. Profit and loss statements of passenger 
and goods services are indispensable for 
attaining a rational business policy of the 
railway enterprise as regards the general 
level of fares and rates of these two prin- 
ciple classes of traffic. For fixing the indi- 
vidual fares and rates within passenger res- 
pectively goods traffic, however, one has to 
know the appropriate average and marginal 
costs of traffic. 


The President. — Summary 5 is now 
open to discussion. 


Mr. Blee, British Railways. — I suggest 
that the word « indispensable » should 
be replaced by « valuable ». 


The President. — I would like to know 
what the Reporters think about this 
suggestion. 


Mr. Sjoberg. — No objection? 


Mr. Dugas. — It seems to me that 
there is some confusion about Sum- 
mary. 5 thes first sentence aims sat 
separating the passenger budget from the 
goods budget, whereas the last sentence 
seems to imply that it is possible in 
addition to determine the individual rates 
and fares for either goods or passengers, 
thanks to knowing the average and 
marginal costs for each traffic. I think 
this is the idea. I do not know if this 
will be very clear to the reader. I suggest 
an addition to the second sentence to 
make the text quite clear. 


The President. — What wording do you 
suggest ? 


Mr. Dugas. — We might say: « To 
determine the individual fares and rates 
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applying either to the passenger traffic or 
the goods traffic, it is however necessary 
to know the average and marginal costs 
of each traffic ». 


The President. — There are therefore 
two suggestions, that of Mr. BLEE to 
replace « indispensable » by « valuable » 
and that of Mr. DuGAsS who suggests a 
new wording for the last sentence of the 
Summary. Mr. DuGas’ suggestion has 
been improved as follows : 


« Moreover, the knowledge of average 
costings and of appropriate marginal 
costs, may enable determination of 
particular rates and fares applicable 
either to certain passenger traffic or 
certain goods traffic. » 


Are there any objections to the modi- 
fications suggested ? 


— The Meeting signified its agreement 
and the text of Summary 5 was modified 
as follows : 


« 5. Profit and loss statements of 
passenger and goods services are valuable 
for attaining a rational business policy 
of the railway enterprise as regards the 
general level of fares and rates of these 
two principal classes of traffic. More- 
over, the knowledge of average costings, 
and of appropriate marginal costs, may 
enable determination of particular rates 
and fares applicable either to certain 
passenger traffics or to certain goods 
traffics. » 


Mr. Bréchot. — Summary 6 : 


6. Profit and loss statements of different 
classes of traffic are used for establishing 
« full cost »- prices, which the railways often 
apply to postal and military transports, where 
the payments according to government’s 
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order must be fixed on a « cost of service »- 
basis. 


In establishing profit and loss statements of 
this kind all costs — even the common and 
constant costs — must be separated between 
the different classes of traffic. 


The President. — As regards Sum- 
mary 6, I should like to raise the following 
point: in the second paragraph it is 
stated : « all costs... must obviously be 
separated... ». Is it possible to separate 
all the costs? JI cannot develop any 
theories on the point. It is a question 

‘which is disputed in certain circles, and 
I would prefer to suppress this paragraph 
which in my opinion does not fall within 
the scope of our works and Summaries. 


Mr. Dugas. — All the same, I think 
it is essential to let this Summary stand. 
In effect, when it is question of paying for 
very important transports, if the per- 
manent way costs are not included, I do 
not know how the budget will be balanced. 
In the case of a very large volume of 
traffic it is the normal practice to take the 
permanent way into account. Not to 
ventilate the accounts in any way is a 
very disputable matter. We might say : 
« To establish profit and loss accounts 
in this way, it is obviously necessary to 
allocate the common and fixed costs... » 
By saying « should be » we seem to be 
talking of an obligation. 


Mr. Sjoberg. — Perhaps the difficulty 
raised by the PRESIDENT could be 
solved by adding a new sentence on 
the lines of * « By establishing profit 
and loss accounts in this way all the 
costs must be separated according to the 
different categories of traffic on a conti- 
nuous agreed method ». 
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— After an exchange of opinions between 
Messrs. SJOBERG and DuGas, the following 


text was evolved for Summary 6 and 
adopted. 
« 6. Profit and loss statements of 


different classes of traffic are used for 
establishing « full cost » prices, which 
the railways often apply to postal and 
military transports, where the payements 
according to goverment’s order must be 
fixed on a « cost of service » basis. 

« In establishing profit and loss state- 
ments of this kind, it is necessary to 
separate even the common and constant 
costs according to some agreed method 
between the different classes of traffic. » 


Mr. Bréchot. 


7. Profit and loss statements may be pre- 
pared for a line or a group of lines of a 
railway system. Statements of this kind have 
been established by various railways, parti- 
cularly for secondary lines. 

Such statements, that often will be rather 
arbitrary and conventional as regards cal- 
culation methods, are nevertheless of great 
practical value as a measure of the relative 
profitability of different lines of a railway 
system. Particularly for economically weak 
lines these statements fulfil an important task 
in the restraining of business-economically 
unauthorized claims from different « pres- 
sure groups » as regards rates and fares, 
frequency of trains, etc, on these weak 
lines, 

Statements of different lines, when put 
together for a sequence of years, are also of 
great importance in judging the development 
of expenses and revenues of the different 
lines and can thus serve as a useful guide in 
the work of controlling and increasing the 
efficiency of the enterprise. 


— Summary 7: 


The President. — Are there any com- 
ments? 


Mr. Harrison. — I suggest that the sec- 
ond sentence of the second sub-paragraph 
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overstates the particular use which can 
be made of this information, and I sug- 
gest that the sentence at the end of 
that sub-paragraph might well be delet- 
ed, or alternatively, that the words « the 
restraining of business economically un- 
authorized » could all be replaced by 
the one word « meeting ». 


Mr. Sjoberg. — Agreed. 


Mr. Dugas. — In the second sentence 
of the second paragraph it says: « ... in 
the restraining of business-economically 
unauthorized claims... ». This is not 
quite the idea. We might say, on the 
contrary « exigencies acceptable from 
the economic and business point of 
view ». We want to underline that the 
interests concerned are often asking for the 
impossible. I suggest replacing the whole 
of the second sentence of the second 
paragraph by the following text: « In 
particular, for economically weak lines, 
such statements make it possible to keep 
withing reasonable limits before the claims 
ef certain interests’ likely, to” exercice 
pressure ». 


« The President. — Does everyone agree 
to this suggestion? 


(Agreed. ) 


The French text will therefore be 
modified. The English text will be altered 
in conformity with Mr. HARRISON’s sug- 
gestion. 


— After the two texts had been re- 
drafted, the Meeting adopted the following 
text for Summary 7 : 


« 7. Profit and loss statements may 
be prepared for a line or a group of 
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lines of a railway system. Statements 
of this kind have been established by 
various railways, particularly for secon- 
dary lines. 

« Such statements, that often will be 
rather arbitrary and conventional as 
regards calculation methods are never- 
theless of great practical value as a 
measure of the relative profitability of 
different lines of a railway system. Par- 
ticularly for economically weak lines 
these statements fulfil an important task 
in meeting, within reasonable limits, the 
claims of certain interested parties likely 
to exercice pressure. » 


Mr. Bréchot. — Summary 8 : 


8. As a comprehension of the above may 
be established that the railways nowadays 
more than before must have at their disposal 
reliable and sufficiently detailed data about 
costs and revenues of different products, 
classes of traffic, lines or regions of the rail- 
way system, etc., in order to be able to 
perform an economically rational business 
policy as regards price-fixing and other 
forms of sale policy, choice of productive 
resources, production organisation and ma- 
nagement efficiency control of selling and 
production activities. 


Mr. Miles Beevor. — There are, I am 
afraid, in the English version, a number 
of phrases used which I find it more than 
a little difficult to understand — for 
example, « management efficiency » and 
« production activities » — but it seems 
to me, with great respect to the Reporter, 
that this paragraph is a Summary of the 
points which have been mentioned before, 
particularly in Summary 2, and I would 
suggest that it is not necessary to say 
again what we have said in Summaries 
nos. | to 7. I would therefore suggest 
that this Summary be omitted. 
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Mr. Dugas. — Agreed. 


The President. — Does everyone agreed ? 
(Agreed. ) 


— Summary 8 was suppressed. 


Mr. Bréchot. — Summary 9 (becoming 
Summary 8) : 


9. In developing a national transportation 
policy by the Government and its different 
agencies, where the most important problem 
will be to create an economically rational 
coordination between the different means of 
transport, railways, highways, waterways and 
airways, it is necessary to have adequate 
knowledge of the comparative costs of per- 
forming different transportation services, by 
each of these means of transport. 


It is therefore desirable that cost calcula- 
tions and profit and loss statements (financial 
balances) of the same general character as 
those recommended above for the railways 
also are introduced for highways, waterways 
and airways. As to these latter means of 
transport it is particularly important to have 
the costs of the permanent way and the 
terminal facilities clearly and _ distinctly 
accounted. 


The President. — You can now discuss 
this Summary. 


Mr. Laloni. — I think the text might be 
simplified by altering the end of the first 
paragraph as follows : « ... it is necessary 
to have an adequate knowledge of the 
comparative costs inherent in the different 
services rendered by each of these methods 
of transport ». 


Mr. Dugas. — Agreed. Moreover 
I believe that everyone will agree with 
this fundamentally. 


Mr. Sjoberg. — I am not quite clear 
what Mr. LALONI means. Here we are 
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dealing with various methods of trans- 
port; there are the railways, the water- 
ways and the highways... 


— After an exchange of opinions between 
Messrs. SJOBERG, LALONI and DuGas, the 
following text was adopted by the Meeting : 


« 8. In developing a national trans- 
portation policy by the Government and 
its different agencies, where the most 
important problem will be to create an 
economically rational co-ordination be- 
tween the different means of transport, 
railways, highways, waterways and _air- 
ways, it is necessary to have an adequate 
knowledge of the comparative costs of 


transport by each of these different 
means. 
« It is therefore desirable that cost 


calculations and profit and loss state- 
ments (financial balances) of the same 
general character as those recommended 
above for the railways, are also intro- 
duced for highways, waterways, and air- 
ways. As to these latter means of trans- 
port it is particularly important to have 
the costs of the permanent way and the 
terminal facilities clearly and distinctly 
accounted. » 


The President. — This brings us to the 
end of our examination of Question X 
and I would like to thank the SPECIAL 
REPORTER and Mr. DuGas for their 
interesting reports and their devoted 
collaboration during the discussions which 
have enabled us to obtain such results 
within a relatively short time. I also wish 
to thank all the Delegates who took an 
active part in the discussions. 


—— The Meeting ended at) 12.30 p.m. 


DISCUSSION AT THE PLENARY MEETING. 


Meeting held on September 29th, 1950. 


Dr. ENG. G. DiI RAIMONDO, PRESIDENT, IN THE CHAIR. 
GENERAL SECRETARIES : Mr. P. GHILAIN AND Dr. ENG. M. VALDIVIESO. 


ASSISTANT GENERAL SECRETARY : 


The President (in French). — Gent- 
lemen, we will now examine the Sum- 
maries relating to Question X. 


Mr. Ghilain, General Secretary (in 
French). — The text of these Summaries 
appeared in the Daily Journal of the 
Congress, No. 2 dated 27th September 
1950. 


(No objections were raised during the 
examination of these Summaries.) 


The President. — We may therefore 
consider the Summaries for Question X 
as adopted. 


SUMMARIES. 


« 1. The use of an efficient system of 
« cost finding is still very limited among 
« the railways and often merely in an 
« experimental stage. 


« 2. From the experience already 
« acquired by different railways, it 
« can be concluded that in the present 
« railway economic situation a workable 
« cost finding system including among 
« other things calculations of marginal 
« and average costs of trains per cate- 
« gory, per type of motive power, and 
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of financial balances regarding passen- 
ger and goods services and different 
lines of a railway system must be 
considered to be of fundamental 
importance for efficient railway man- 
agement. 


« 3. In. broad outline, two different 
systems of cost finding can be dis- 
tinguished, « the accounting method » 
and « the alternative budget method ». 
A special variation of these two sys- 
tems of cost finding is the method of 
standard costs applied, for example, by 
the Dutch Railways. 


« The accounting method is primarily 
based on an analysis of the expenses 
of a past year, while the alternative 
budget method involves an estimation 
of the development of future expenses 
and revenues. However, one can 
distinguish different lines of develop- 
ment as regards the accounting 
method. At one extreme a very sche- 
matic cost division between a few ser- 
vice branches and at the other a very 
detailed accounting analysis, at the 
same time statistical, of the costs of 
different categories of trains, traf- 
fics, etc. 
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« According to the latter very com- 
plete variant of the accounting method, 
the calculated costs of the base-year, 
when applied to future time periods, 
are readjusted to take into account 
modifications in the economic condi- 
tions, in the traffic characteristics, etc. 


« In its most advanced form the 
accounting method, as applied, i.e. in 
France and in Belgium, will therefore 
give the same results as the alternative 
budget method. 


« 4. A general system of cost finding 
comprises as a basic element calcula- 
tions of average and marginal costs of 
different operating services (cost of 
trains per category, per line and per 
type of motive power, etc.) and of the 
various categories of traffic services 
(costs per passenger carried, per ton 
forwarded, costs per passenger-kilo- 
metre, per ton-kilometre, etc.). With 
these costs as a basis one can form e. g. 
the financial balances (profit and loss 
statements regarding passenger and 
goods services), which are the main 
object of this report. 


« 5. Profit and loss statements of 
passenger and goods services are 
valuable for attaining a rational busi- 
ness policy of the railway enterprise 
as regards the general level of fares 
and rates of these two principal classes 
of traffic. Moreover, the knowledge 
of average costings, and of appropriate 
marginal costs, may enable determina- 
tion of particular rates and fares 
applicable either to certain passenger 
traffics or to certain goods traffics. 


BULLETIN OF THE INT. RAILWAY CONGRESS ASSOCIATION 


663 


« 6. Profit and loss statements of dif- 
ferent classes of traffic are used for 
establishing « full cost » prices, which 
the railways often apply to postal and 
military transports, where the pay- 
ments according to goverment’s order 
must be fixed on a « cost of service » 
basis. 


« In establishing profit and loss state- 
ments of this kind, it is necessary to 
separate even the common and 
constant costs according to some 
agreed method between the different 
classes of traffic. 


« 7. Profit and loss statements may 
be prepared for a line or a group of 
lines of a railway system. Statements 
of this kind have been established by 
various railways, particularly for 
secondary lines. 


« Such statements, that often will be 
rather arbitrary and conventional as 
regards calculation methods are never- 
theless of great practical value as a 
measure of the relative profitability of 
different lines of a railway system. 
Particularly for economically weak 
lines these statements fulfil an import- 
ant task in meeting, within reasonable 
limits, the claims of certain interested 
parties likely to exercice pressure. 


« 8. In developing a national trans- 
portation policy by the Government 
and its different agencies, where the 
most important problem will be to 
create an economically rational co- 
ordination between the different 
means of transport, railways, high- 
ways, waterways and airways, it is 
necessary to have an adequate know- 
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ledge of the comparative costs of 
transport by each of these different 
means. 

« It is therefore desirable that cost 
calculations and profit and loss state- 
ments (financial balances) of the same 
general character as those recom- 
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mended above for the railways, are 
also introduced for highways, water- 
ways, and airways. As to these latter 
means of transport it is particularly 
important to have the costs of the per- 
manent way and the terminal-facilities. 
clearly and distinctly accounted. » 


[ 385 .517 .6 ] 


QUESTION XI. 


Organisation and development of medical and social 
services with partnership of the staff in their management. 


Preliminary documents. 


Report (America [North and South], 
Burma, China, Egypt, Great Britain and 
North Ireland, Dominions, Protectorates 
and Colonies, India, Iraq, Iran, Malay 
States and Pakistan), by P. H. SARMA. (See 
Bulletin for May 1950, p. 841, or separate 
issue No. 17.) 


Report (Austria, Belgium and Colony, 
Bulgaria, | Czechoslovakia, | Denmark, 
Spain, Finland, France and Colonies, 


Greece, Hungary, Italy, Jugoslavia, Lu- 
xemburg, Norway, Netherlands and Colo- 
nies, Poland, Portugal and Colonies, 
Rumania, Sweden, Switzerland, Syria and 
Turkey), by Dr. A. HuYBERECHTS. (See 
Bulletin for June 1950, p. 1255, or separate 
issue No. 26.) 


Special Reporters: Dr. A. HUYBE- 
RECHTS and A. Huys. (See Bulletin for 
October 1950, p. 2115.) 


DISCUSSION BY THE SECTION. 


Meeting of the 27th September 1950. 


PRESIDENT : His EXCELLENCY Dr. SAYED ABDEL WAHID Bey, VICE-PRESIDENT. 


— The Meeting started at 9 a.m. 


Mr. Lenfant, Principal Secretary (in 
French) told the Meeting that Dr. 
WANSINK was unavoidably detained and 
regretted he could not preside over the 
Meeting that day. In his absence, his 
place would be taken by His Excellency 
Dr. Sayed Adbel Wanrp Bey, General 
Manager of the Egyptian State Railways, 
and Vice-President. 


The President. — We will start the 
discussion on Question XI. As you 


know, this subject cannot result in 
decisions. It is likely that it will end in 
the expression of opinions, and, as you 
may have all read the valuable reports 
of Dr. HUyBERECHTS and Mr. Huys, you 
will find that the position is different from 
yesterday. The Summaries are not in the 
form of decisions, but they are Summaries 
in the form of factual statements and not 
expressions of opinions. 


I should like to hear the observations 
of any of our colleagues, who are present 
today, on the reports in general, and 
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then we will take the Summaries point by 
point and consider your observations on 
each of them. 


Dr. Di Lullo, /talian State Railways (in 
French). — I would like to make several 
points clearer regarding the report by 
Dr. HuyBerECHTS. In connection with 
the care taken of railwaymen and their 
families, the Reporter, no doubt owing 
to the vagueness or insufficiency of the 
replies to the questionnaire about the 
Administration of the Italian Railways, 
mentions in the final part of his report 
that in Italy, apart from those injured or 
stricken with some malady, the railway 
doctors charge the railwaymen a fee. In 
this connection, he states that in Italy the 
railway doctors are divided into two dis- 
tinct categories, the doctors who are 
permanent members of the staff and those 
known as « confidential » doctors. Doc- 
tors permanently employed by the railway 
never receive any fee from their patients 
in any case-or for any reason.. The 
« confidential » doctors, on the other 
hand, are not on the railway staff, but 
outside professional men charged with a 
well defined and limited function, which 
consists essentially in medical visits known 
as « checks », the object of which is to 
find out if the men who say they are ill 
are capable or incapable of work for 
reasons of health. These doctors give 
their patients every care (either at medical 
centres or at their homes) when employees 
are injured at work or suffering from 
professional diseases or malaria. Such 
care is also extended to the families of 
employees. For all the duties carried 
out in connection with their special 
duties, the « confidential » doctors never 
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charge their patients any fees, but are 
paid by the railway Administration. 


The « confidential » doctors are not 
obliged to look after railwaymen and their 
families, who are taken ill in the ordinary 
way, free of charge. In such a case, the 
men can take advantage of the health 
services of the « E.N.P.A.S.». As in 
Belgium, they are completely free to select 
what doctor shall attend them. If they 
choose one of the « confidential » doc- 
tors, he will attend them not as a railway 
« confidential » doctor but as a free 
professional man. Consequently in such 
cases it is only naturel — but only in 
such cases — for the patient to pay for 
his services (such payments being sub- 
sequently recovered whithin the pre- 
arranged limits and stipulations). 


Moreover, I agree with the two Special 
Reporters whose work has shown what 
could be bettered to improve the care 
and advantages given to railwaymen and 
their families. I would like to add that 
the improvement of these advantages has 
always been a preoccupation of the 
Italian Railways to the utmost limits 


according to the possibilities of the 
budget and compatible — this is under- 
stood — with the legal provisions 


applicable in the country. The Italian 
Railways have set aside in their budget 
very large sums for this purpose during 
the last few years, in spite of the heavy 
expenditure on reconstruction which they 
have been obliged to incur. The budget 
for the financial year 1949-1950 made 
provision for 25.5 thousand million lira. 
This sum shows the great interest the 
railway takes in the health and well- 
being of its staff and their families. 
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Dr. Huyberechts, Special Reporter (in 
French) —= Dr. DaLbuLLos: has» just 
pointed out some errors or omissions as 
regards the Italian State Railways. This 
may be due to the fact that the Italian 
Railways gave insufficient information or 
to the fact that we misinterpreted their 
answers. Similar errors or omissions may 
have crept into my report in the case of 
other Administrations. I must apologise 
to the Italian Railways. The remarks 
just made will make it possible to clarify 
and complete what is missing in my 
report. I must point out that if other 
Administrations have found similar mis- 
takes have been made, it is a pity they 
have not reported them sooner. That 
would have enabled us to correct matters 
in a supplementary report. However, 
I do not think these details affect the 
Summaries in any way. The second part 
of Dr. D1 LULLO’s remarks confirmed 
that he agreed with the suggested Sum- 
maries to be submitted to the Meeting, 
and I would like to thank him for this. 


Mr. PRESIDENT, now that we have got 
to the Summaries, I would like to stress 
the difficulties we encountered in drawing 
up these Summaries, and because of the 
fact that they are to serve as a Starting 
point and basis for the discussions, and 
also that since coming to Rome, in talks 
with our colleagues, we have discovered 
how very delicate these matters are. 
Obviously, when it is a question of 
discussing sleepers which are known to 
be made of sound materials; when 
drawing up a budget, costs, sinking funds 
as regards finances, there is not much 
choice in the matter of the Summaries; 
when lightening the rolling stock is being 
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discussed, it is known that it is possible 
to go so far, and an attempt is made to 
find the best method of weight reduction. 


Even in the medical field, there are 
certain limited questions where agreement 
in principle is possible, and where there 
are not many alternative solutions. In 
discussing eyesight in connection with 
safety matters, no one would dream of 
stating that it would be desirable to have 
only colour blind or short-sighted per- 
sons. The discussion is limited to very 
narrow differences in clearness of vision. 
When it is question of the medical-social 
field as a whole, we find ourselves in 
very illcharted seas; theoretically there 
are no limits to this field. In the social 
field, there is no limit to the progress and 
innovations possible. I am also aware 
of the fact that the laws vary considerably 
in different countries, and bind some of 
the Administrations represented here; 
that is why, Gentlemen, I would ask you 
to consider the Summaries submitted to 
you simply as bases of discussion, seeing 
that each country may perhaps have 
different formulae to suggest. I hope 
nonetheless that something will come out 
of our discussions, which can be agreed 
to, if not by everyone, at least by the 
great majority. 


The President. — I call upon Mr. 
ESTEVES. 


Mr. Esteves, Portuguese Railways (in 
French). — Mr. PRESIDENT, the question 
we are concerned with is the organisation 
and development of medical and social 
services where the staff have some say 
in their management. I would like first 
of all to express my respect for opinions 
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which differ from my own. However, 
I do not think the question has been 
properly worded. The medical service is 
one which must function from the Railway 
Management and is an auxiliary of the 
discipline and regularity of the services. 
We can agree that the mission of the 
medical services of a railway is an 
extremely important one. The first part 
of this mission relates to the control and 
regularisation of men who are absent 
from work through illness. In this case, 
the disciplinary character and character 
of regularisation of the service will be 
noted. Under these conditions, I do not 
think the staff can be associated with its 
management. The second part concerns 
the assistance of employees who are 
really ill. This is why in my opinion this 
question should be divided into two 
parts. On the one hand the medical 
services organised by the management, 
and on the other, social assistance or the 
medical services which can be an auxiliary 
organisation, but not in association with 
the staff. It should be altogether inde- 
pendent of the staff. 


Mr. Itten, Swiss Federal Railways (in 
French). — Mr. PRESIDENT, I should like 
to make a little observation about Dr. 
. HUYBERECHTS report in connection with 
the Swiss staff. It states on page 1263 
(Congress Bulletin, June 1950) that all 
the social laws are obligatory for the 
railwaymen except those in connection 
with old age insurance. It is precisely 
the laws governing old age insurance 
which are obligatory for the whole 
population. The law about insurance 
in case of illness is not obligatory for 
the whole population : it depends on the 
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Cantons. All the Cantons have not 
enforced this regulation. 


The President. — Are there any other 
comments, any delegate being free to 
express his views ? 


Dr. Huyberechts (in reply to Mr. 
Esteves). — I think there is some mis- 
understanding about that part of our 
Summaries dealing with the medical- 
social services. First of all, there is a 
question of fact. On most Administra- 
tions, the medical services come under 
the same management as the social services 
and are attached to the same department; 
I think it might perhaps be better to call 
them « Medical and social services ». 
I think there is no question of letting the 
staff have a say in the discipline of the 
medical services, any more than in any 
of the other services, because in actual 
fact this discipline is applied with a right 
of discussion on the part of the staff. 
It is certain that the disciplinary rules are 
applied after decisions taken by the staff 
joint consultative Committees, whether 
they are wholly or only partially joint 
Committees. Employees have a right of 
appeal and they can be defended by staff 
delegates, but I think you are afraid the 
staff will have to decide what doctors 
are to be appointed. Is this what you 
are afraid of? I would like some details. 


Mr. Esteves. — The organisation of 
medical services in which the staff take 
a part is in my opinion extremely dan- 
gerous to discipline. I do not think the 
staff will have much influence on the 
appointment of doctors. However, we 
have some examples of this in our 
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Company : it may happen that doctors 
apply as candidates for railway staff, 
and have their demand supported by 
many of the staff. This should not 
occur. There is another thing however, 
and moreover I would like to be able to 
outline the organisation of our medical 
services which are very old. They date 
back to the beginnings of the Company, 
and like everywhere else, there are some 
doctors who look after the men. Every 
year, the central service prepares statis- 
tics to show the number of sick employees 
attended by each doctor and the number 
of days sick leave granted on the average 
to each sick employee. These statistics 
show that there have been a great many 
sick employees and this is being made 
the subject of an enquiry. I do not know 
if this abuse only exists in Portugal, 
but I am afraid it exists everywhere. 
With us, the men do not pay the Com- 
pany’s doctors anything; they are paid 
by the Administrations, and the others 
are content with the transport facilities 
they are given. For this reason I think 
the question should be divided into two 
parts. In effect, as far as social assistance 
is concerned, we give subsidies, we help 
with sanatorium and hospital fees for 
men below a certain grade. A distinction 
should be made between the two services. 
The medical service is a service depending 
upon the railway management which has 
its regulations, its principles, and should 
not be affected by the intervention of the 
staff. Social assistance is a branch of the 
Administration. It is on the initiative 
of the Administration that the staff can 
be associated with it,-and in this case the 
staff can take part in it. This is completely 
independent of the medical service. We 
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can even make use of State institutions 
as I do not think that each Administration 
can assume the burden of medical services 
for the whole of its staff. This is what 
I wanted to explain. There is some danger 
to be feared from the intervention of the 
staff in the organisation of the medical 
services, but it can be allowed in the case 
of social assistance. 


Dr. Huyberechts. — I think the method 
of recruiting the medical staff in Portugal 
is rather a special case. In general, 
I believe the situation is as follows : full 
time medical officers are employed by 
the Administrations; besides these, there 
are consulting doctors or « confidential » 
doctors, sectional doctors who are not 
permanent employees of the railway, and 
finally all the rest of the medical profession 
of the country. In the case of the full 
time railway doctors, there is no reason 
why the regulations regarding their recruit- 
ment should differ from those regarding 
the recruitment of engineers, lawyers, or 
commercial engineers. When a post falls 
vacant, it is competed for according to 
well established rules and the best can- 
didate is chosen. In the case of the most 
important posts, well known and highly 
experienced doctors are selected. There 
is no question of the staff holding a sort 
of election to choose the railway doctors. 
The staff has its qualified representatives 
on the Administrative Council. These 
make sure that all the regulations regard- 
ing recruitment are respected. I do not 
see why there should be any different 
procedure in this field, why special 
regulations should apply to the doctors 
from the point of view of recruitment. 
I think that the facts reported by Mr. 
EsTEVES are not likely to occur on most 
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Railways. I do not know of any examples 
thereof. Another thing : a sick employee 
can ask at the proper time for the name 
of any specialists in whom he has partic- 
ular confidence to be included in the 
list. The Administration is still free to 
agree or refuse. I think these explanations 
should allay the fears of our Portuguese 
colleague. 


Mr. Thorneycroft, Ministry of Trans- 
port, Great Britain. — We are very 
grateful to Dr. HUyYBERECHTS and _ his 
colleagues for the splendid work they 
have done in connection with this impor- 
tant subject, and I hope that he and his 
colleagues, and this Section this morning, 
will resist the suggestion that the staff 
should be divorced either from the purely 
medical aspect of the general question 
being considered, or from the social 
aspect. I think that a good deal depends 
upon the interpretation we place upon 
« management », and that may be the 
explanation of the doubts in our Portu- 
guese friend’s mind as to the wisdom of 
including the staff in the management so 
far as the medical services are concerned, 
but in my view, it is quite impossible to 
segregate completely the medical aspect 
from the social aspect. The two sides 
are, in my judgment, necessarily inter- 
related. What do we mean in England 
when we talk about participation of the 
staff in management? Most of us do 
not intend, by that expression, that the 
staff shall literally be partially responsible 
for taking decisions at the top level. What 
we say is that there is everything to be 
gained and that it is altogether mutually 
advantageous that, at all levels, the staff 
should be brought into consultation; and 
the medical officers can be very helpful 
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in discussing with representatives of the 
staff such features as the requisite stand- 
ards of accommodation. You will 
have seen from the Reports that in Great 
Britain under the new regime following 
nationalisation, there are Consultative 
and Advisory Councils already established 
on British Railways and — perhaps I am 
freer to say this than would any Officer 
of British Railways — the British Trans- 
port Commission and the Railway Execu- 
tive, despite enormous difficulties with 
which they are faced, have already done 
excellent work in the promotion of what 
I consider to be inherent in this very 
question, the development of consultative 
arrangements between the staff and the 
management. I think that nothing but 
good will accrue from the encouragement 
of consultative schemes such as_ those 
which we have already in operation, and 
I would like, if I may, to suggest an 
addition to one of the paragraphs in the 
Summary which I have before me. 
I would like to suggest the addition of 
these words : « To this end it is consider- 
ed that mutual advantage would accrue 
from the introduction of schemes of 
consultation between management and 
staff at various levels, the medical officer 
and the welfare officer, whenever possible, 
to attend the joint meetings held in 
connection with such schemes ». This is 
the point I have wanted to stress. It 
brings the staff representatives at the 
various levels into these consultative 
schemes, and I think the suggestion 
I make would be entirely consistent with 
the principle of the suggestions that are 
contained in the report. 


Mr. Bertrand, French National Railways 
(in French). — I quite understand why 
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Dr. HuyYBERECHTS has underlined the 
difficulty there is, in his opinion, of 
presenting Summaries in such a contro- 
versial field as that with which we are 
now dealing. We know from experience 
that it is already difficult for any Admi- 
nistration to decide exactly the limits in 
which it is essential or useful to call upon 
the staff to work with it. But if this is 
already a difficult matter for the Railway 
itself, a fortiori it will become extremely 
difficult to find a text which will suit so 
many different Railways and situations, 
to avoid using the word « policy » (which 
does not exactly correspond to what 
I wish to say) I very much approve of 
the way in which Dr. HUYBERECHTS has 
mentioned this difficulty whilst explaining 
that the Summaries presented by him will 
serve as a working basis. I also under- 
stand very well and share, on behalf of 
the Administration I represent, the S.N. 
C.F., the anxiety mentioned by Mr. 
Esteves. We also think that the inter- 
vention of staff representatives in ques- 
tions relating to the medical services may 
prove contrary to the discipline and 
contrary to the proper functioning of a 
public service like the Railway. I would 
like to say here that we have a medical 
service which is different from the social 
service. There is the medical service 
which is one service and there are the 
social services which are other services. 
It happens that the medical service and 


the social services can be combined toge-’ 


ther under the management of the same 
official, which in the case of our Admi- 
nistration happens to be my colleague 
and friend Mr. FLAMENT, who is present 
here, but all the same it is quite true 
that they are different services. I would 
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like to draw attention to the different 
meanings which can be attached to the 
word « paritaire ». On several occasions 
the word « paritaire » (parity) is used in 
the proposed Summaries : now a « Com- 
mission paritaire » is one in which there 
is complete parity between the repre- 
sentatives of the Administration and the 
representatives of the staff. Who says 
« parity » is saying in principle « equal- 
ity of influence » and who says « Com- 
mission paritaire » implies that the final 
decisions rests with such a committee. 
This is what we mean by the term « Com- 
mission paritaire ». Whenever the final 
decision (as is generally the case on my 
Administration) rests with the General 
Management, there is no question of 
there being a « Commission paritaire ». 
It is merely an information Committee 
on which the staff delegates sit in order 
to express their opinions. This Gentlemen, 
is the precision I should like to make. 


Dr. Huyberechts. — I think I should 
point out to Mr. BERTRAND who has 
mentioned « Commissions paritaires » 
that this term has never been used in 
the Summaries, but only in the com- 
mentary on the Summaries. It would 
be riding for a fall to try and arrive at 
some Summaries on this subject; I men- 
tioned them for information. What we 
want to do is to collaborate with the 
staff, each Administration deciding the 
extent of such collaboration according to 
its possibilities. I should like to allay 
another scruple of Mr. ESTEVES: it is 
not our intention in any way to recom- 
mend that the staff should have any say 
in the technique of the medical services. 
Those responsible will decide how the 
sick are to be treated, how the health 
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services shall be organised. The patient 
has no right to say that he wants such 
and such a treatment. Employees can 
lodge complaints through the usual chan- 
nels. The management will find out from 
the doctors whether such complaints are 
well founded. 


Mr. Esteves. — Even after all that has 
been said, I am still uncertain about this 
question which is entitled : « Organisa- 
tion and development of the medical and 
social services (services médicaux-sociaux) 
by associating the staff with their man- 
agement ». I do not see how the staff 
can be associated with their organisation : 
either the staff will have a say in the 
nomination of the officials, or else will 
pay for their services. 


In Portugal, the medical service is quite 
independent of the staff. Consequently 
I do not understand very clearly what 
is meant by « associating the staff ». 
With us, social assistance has its own 
regulations and is an altogether inde- 
pendent service. The medical service can 
be an auxiliary part of the assistance 
service, but it is not included therein. 
Social assistance is entirely the respon- 
sibility of the Administration. In Portugal, 
State legislation which makes provision 
for the social organisation of the populace 
and workers syndicates, recognises the 
existence of railwaymen’s syndicates. The 
object of the latter is to defend the 
interests of the staff; they can deal with 
such matters with the Administration, but 
never with the medical service. In the 
case of claims from the staff. they can go 
to the Administration of the Company, 
but never to the medical service nor the 
management. Joint Consultative Staff 
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Councils are possible, but only in the 
case of social assistance. There is no 
intervention with the management, as 
social assistance always works through 
the Administration. You must excuse 
me for insisting upon this point: the 
medical service must be part of the 
Management of the Railways, whereas 
social assistance, in which the staff can 
intervene, depends upon the Adminis- 
tration. The medical services may be an 
auxiliary thereto, but they have their own 
medical services and health centres. 


Mr. Jamet, Régie Autonome des Trans- 
ports Parisiens (in French). — I think 
that the difficulties we are coming up 
against are due to the fact that in the 
report social and medical matters have 
been associated together from the point 
of view of discipline, as Mr. Esteves has 
pointed out; our company’s doctors have 
a tendency, like military doctors, to ask 
their patients not « What is the matter 
with you » but « How many days off do 
you want »? Obviously, this tendency 
must be stopped and the doctors attached 
to the Administration. 


If we consider what is called « social » 
services, it is an extremely vast field, and 
I will have to ask Mr. FLAMENT’s assist- 
ance; it includes for example, choirs, 
orchestras, holiday camps, all those mat- 
ters which used to be considered a mani- 
festation of individualism in Adminis- 
trations. As far as all this part is con- 
cerned, it is certain that the staff should 
have a share in it. It would therefore be 
more interesting, as Mr. BERTRAND says, 
to admit that they are separate units 
though joined at the head. The « medical» 
services belong to the Administration, as 
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we all suffer from an increase in the 
number of days sick, and include in the 
« social » part everything which definitely 
comes under relief, assistance, sport, 
music, etc., with the consequences of the 
« medical », if I may say, such as clinics, 
and everything else from the point of 
view of medical relief and assistance. 


Dr. Huyberechts. — I think there is a 
certain linking up anticipated which comes 
under Summary 2. Before replying I 
should like to ask the Meeting to discuss 
Summary | so as to keep to the logical 
order, but I would like to point out at 
once that we have no intention of saying 
to the Railways: « You should group 
your medical and social services together, 
or you should separate these services ». 
Each one is absolutely free to set up 
medical services or not to set up social 
services, to set them both up, to group 
them together or not — it is quite their 
own brew — if I may be excused for 
using this non-medical term. I think it 
would therefore be a simple matter to 
call our question: « Organisation and 
development of the medical and social 
services, with partnership... ». What we 
want, is to discuss the question of the 
principle of collaboration. I think if we 
say «medical and social » and leave 
out the hyphen joining them together, we 
will satisfy the majority of Administra- 
tions. 


The President. — The English text is 
all right, according to Dr. HUYBERECHTS; 
it is written « medical and social », 
whereas the French text reads « medico- 
sociaux ». He suggests that the French 
text be changed to « medico et sociaux ». 
We have to look at the full text, both in 
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French and English. The English is 
clear; it is a partnership in the man- 
agement, and the French is less strong. 
I, personally, if I am allowed to give my 
opinion, am not satisfied with either of 
them, in the light of the discussion. Does 
Dr. HUyYBERECHTS think that he would 
like the alteration to the title? 


Mr. Bertrand. — I quite agree to this 
suggestion and would suggest another. 
The word « management » may have 
bothered some countries; we might say 
« Organisation and development of the 
medical and social services, associating 
the staff with the study of such matters » 
as the word « management » has a very 
definite meaning. Perhaps this will come 
into the Summaries. 


Dr. Huyberechts. — I think it is prema- 
ture to decide. We will discuss this later 
on, and we can come to some agreement 
about it. 


Mr. Nolet de Brauwere, Be/gian National 
Railways (in French). — I am wondering 
if the title as proposed stating « in the 
study » is not a little too concise and if 
it would not be better to say: « in the 
study of these questions and if necessary 
their management ». In this way, the 
statement would be quite complete. 


The President. — In order to meet the 
wishes of the majority of the Meeting 
I propose adopting for Question XI the 
following title : « Organisation and develop- 
ment of the medical and social services 
with partnership of the staff in their 
management »». 


— The Meeting agreed to this suggestion, 
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with the reservation that there would be 
further discussion of the word « man- 
agement »». 


The President. — If the Meeting agrees, 
we will now go on to discuss the Sum- 
maries. (Agreed. ) 


Dr. Huyberechts. — Summary I : 


1. When the legislation of the country does 
not make it impossible, it is advantageous 
for the railway Administrations to organise 
their own medical-social services. 


I do not think this first Summary 
requires any special comment. Obviously, 
there are many countries in which there 
is special legislation and a special regime. 
In all other countries, it appears from the 
replies received that the staff desires to 
have its own medical and social services, 
that it should be a railway regime inde- 
pendent of the legal regime. 


Mr. Flament, French National Railways 
(in French). — Associating myself fully 
with the text suggested by the Reporter 
with the reservation that the last words 
should be altered, putting medical and 
social instead of medical-social, I think 
I must suggest that we should justify to 
some extent the position we are taking 
up if we adopt these Summaries, so as 
to make it clear to those interested in 
these Summaries and our commentaries, 
that this position is completely justified 
by the requirements of the railway. 
Allow me for this purpose to suggest 
adding at the end of the paragraph : 
« in order to meet the pressing requir- 
ements of railway traffic as well as the 
special working and living conditions of 
their staff». It would not be useless 
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to state why we want this addition, 
which is justified by reasons of a technical 
order. The railway cannot do without its 
staff. It must look after them free of 
charge because it wants to be master of 
the conditions under which it is possible to 
allow them to interrupt their work. It must 
also take into account the conditions 
under which the staff work, at all hours 
of the day and night, which imply that 
they cannot be treated like the common 
run of employees. 


For these reasons, I think it would be 
useful to report why we are adopting the 
suggested Summaries. 


Dr. Huyberechts. — I agree. 


Mr. Gordts, Ministry of Communica- 
tions, Belgium (in French). — The addition 
suggested by Mr. FLAMENT leads me to 
raise the point whether we should not 
immediately go on to Summary 3 instead 
of Summary 2. I think this falls into the 
same order of ideas. The text of Sum- 
mary 3 could be introduced as follows : 
« In the same way when the medical 
organisation... ». 


Dr. Huyberechts. — 
worded as follows : 


Summary 3 is 


3. When a country’s medical services are 
inadequate or non-existent, the Administra- 
tion concerned should itself organise such 
services for its employees and their families. 


I agree that this paragraph could be 
inserted between Summaries | and 2. 


The President. — Without altering the 
wording? 


Dr. Huyberechts. — Without alteration 
unless there is any objection? 
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Dr. Bazy, French National Railways (in 
French). — I would just like to say this; 
as the 3rd Summary is to become the 
second in this way, I suggest to add the 
words « In the same way », before the 
words : « When a country’s medical 
services are inadequate... », so that it 
would read: « In the same way, when 


DBkone Wie 


Dr. Huyberechts. — You are suggesting 
that the whole of it should be included 
in one Summary? 


Dr. Bazy. — No, make it a 2nd para- 
graph linked up with Summary 1. 


Mr. Bertrand. — I quite agree, naturally, 
but I think the word « In particular » 
would be more exact. 


Dr. Huyberechts. — We will therefore 
say: «In particular... ». We are just 
being purists now. Does it meant the 
same thing? 


Dr. Bazy. — Agreed. 


Mr. Gordts. — The first Summary was 
completed by a special motion. Since 
the same reasons apply to the third, 
I suggested limiting it and beginning by 
the words : « In the same way... ». 


Dr. Huyberechts. — Are you insistant 
upon « In particular » rather than « In 
the same way »? 


Mr. Bertrand. — I give way. 


Dr. Bazy. — «In the same way », 
seems to me, in fact, preferable. 
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The President. — I should like to point 
out that in the case of the English text 
Summary | says « advantageous » 
whereas in Summary 3 it says « should » 
which implies an obligation, a necessity. 
You can approve the text as it stands if 
you are sure it translates our meaning 
alright. 


Dr. Huyberechts. — We did not go so 
far as imposing an obligation; it is a 
question of the translation. We can 
say : « It is indicated ». 


— The Meeting approved the amalga- 
mation of Summaries I and 3 linking them 
together by « de méme » so that the text 
of Summary I became : 


« 1. When the legislation of the country 
does not make it impossible, it is advan- 
tageous for the Railway Administrations 
to organise their own medical and social 
services in order to meet the pressing 
requirements of railway traffic as well as 
the particular conditions of the work and 
welfare of their staff. 


« Moreover, when a country’s medical 
services are inadequate or non-existent, 
the Administration concerned should itself 
organise such services for its employees 
and their families. » 


Dr. Huyberechts. — Summary 2 : 


2. Where there is complete or limited 


“autonomy, of the medical-social services, it 


is advantageous to let the staff share in the 
management of these services; at the same 
time as they take over part of the authority, 
they will assume a corresponding part of the 
responsibility. 


We have since seen that this is a crucial 
question which will be the subject of 
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lengthy discussions. My personal opinion 
is that in the future collaboration will 
play a very important part. It is already 
realised in not a few countries to a varying 
extent. It is also certain, and I do not 
want any derogatory meaning to be 
attached to my words, that the evolution 
of the staff differs from one country to 
another, its state of maturity differs. It 
is also a fact that if we give the staff equal 
rights in every case, that is to say equal 
to those already granted on the most 
advanced railways, it might be catas- 
trophic. The formula therefore cannot 
be identical for every Administration. 
I agree that we should say there should 
be a progressive tendency in time and 
place towards participation and man- 
agement. The word « management » 
alarms certain Delegates. I hope in any 
case that we shall be able to agree a 
definition of this word « management » 
which will please everyone. I repeat that 
this recommendation has not the object 
nor the effect of imposing the most 
advanced degree of such participation of 
the staff, each railway being free to 
proceed progressively according to possi- 
bilities, according to the conditions in 
the country, according to the evolution 
and maturity of the staff. 


Mr. Flament. — I think, as has just 
said our Reporter, that this is the very 
core of the question examined and dis- 
cussed at the beginning of this meeting 
and I went into it at length with him. 
We collaborated in a friendly way. 
I would therefore like to suggest to him 
— as I think I may owing to this com- 
munity of ideas — to spare the feelings 
and consequences which might derive 
from a text which might upset some of 
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our number. Is it not possible to agree 
to a slight alteration at the end of the 
text of the second Summary as it now 
stands, saying: « ... share in the corres- 
ponding responsibilities according to its 
own efforts and financial participation in 
the working of such services ». I think 
that this will give those who are afraid 
it will go too far in certain fields the 
possibility of putting a brake on the 
part played by the staff; just as it is 
only right that the staff should have a 
say in things which they themselves pay 
for, when they do not pay anything, there 
is much less justification for their inter- 
vention. This is simply a suggestion. 
I suggest that you include it if you think 
it suitable, so as to give the Summary 
as a whole the progressive and yet 
restrictive character needed to overcome 
all these scruples. 


Mr. Esteves. — There is one drawback 
in considering the two services together. 
It is impossible to allow it in the case 
of the medical services. I do not under- 
stand how the staff can be allowed to 
take part in the management. Does this 
mean that at the same time they will 
be given part of the authority? What 
authority can they have in connection 
with this service? This might result in 
very serious inconveniences. In the case 
of social assistance, it can be allowed; 
it is different in the case of the medical 
services. 


Dr. Bazy. — I would like you to hear 
the opinion of a doctor. I believe that 
the Summary suggested to us is, as far 
as the doctors are concerned, absolutely 
inacceptable, and I agree with Mr. 
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ESTEVES on this point. To speak of the 
limited or complete autonomy of the 
medical services, is an expression which 
in reality does not make sense. The 
doctor, no matter on what terms he is 
employed by an Administration, is always 
independent. He has to be absolutely. 
I heard it said just now that there were 
« confidential » doctors employed by 
the Administration. This probably means 
that they check on behalf of the Admi- 
nistration whether employees are really 
ill, but any medical service that is to be 
worthy of the name must be completely 
independent both of the Railway Admi- 
nistration and of the employee. 


It is on this condition alone that he is 
able to make decisions. On the other 
hand, when considering the working of 
the medical services, in the largest sense 
of the word, one must say that they are, 
first of all, set up to establish diagnosis. 
Now a diagnosis sets into play not only 
the conscience and the science of the 
doctor, but also his responsibility, A 
diagnosis cannot be discussed by persons 
irresponsible or incompetent. If it has 
been accurately established, any doctor 
will confirm it. Take per example what 
is done in France. The medical service 
subject to a complete health examination 
any man to be admitted to the railway. 
Their state of health is described just as 
it actually is as a result of the examina- 
tions, and as described this state cannot 
be changed, at least on the paper. In the 
same way, when they have to pass safety 
examinations, and on this occasion 
some illness has been found, the results 
cannot be disputed. The Administration 
always retains the undisputed power to 
say that in view of the doctor’s diagnosis 
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it considers it advisable to change the 
administrative position of the man. 

When it is a question of the treatment 
of some illness again there is no question 
of discussing the matter, the doctor alone 
is responsible. Gentlemen, I want to 
draw your attention to this point : the 
doctor is first of all bound to secrecy 
by reason of his profession; on the other 
hand, his responsibility cannot be trans- 
ferred, as if he makes a mistake, he is 
the one to suffer and not the Admi- 
nistration. That is why, I do not think 
that there can be any interference with 
the doctors in any way whatsoever. The 
doctor must always remain absolutely 
independent, absolutely free; this is the 
only way in which he can have the 
necessary authority with the staff to 
enable him to work under desirable 
conditions, 


Mr. Sanderson, Malayan Railways. — 1 
suggest that the following amendment to 
the second Summary, or conclusion, might 
possibly meet the case of every one of 
us. I might say that, coming from the 
Far East, I fully sympathise with all the 
fears expressed by the esteemed delegate 
from Portugal, and I have understood 
what has just been said by the medical 
gentleman from France. I therefore 
suggest that we might leave the first part 
of the second Summary, which might 
read as follows : 

« Where there is complete or limited 
autonomy, of the medical and social 
services, it is advantageous to let the 
staff share in the management of the 
social service. At the same time as they 
take over part of the authority, they will 
assume a corresponding part of the 
responsibility. 


678 BULLETIN OF THE INT. RAILWAY CONGRESS ASSOCIATION 


« Whenever non-technical health matters 
are involved, it is desirable that full 
consultation with the staff should be 
arranged at all levels. » 


Mr. Esteves. — I do not understand 
the expression « non-technical health 
matters ». 


Dr. Cavendish-Fuller, British Railways. 
— | think that I must support, most 
strongly, Dr. BAzy and Mr. SANDERSON 
in their suggestion that the medical 
profession, with the professional aspect 
of the medical service, must be observed. 
There can be, in my opinion, only one 
control of the medical service itself, 
and that must be the management at the 
highest level. Thereafter, I agree with 
Dr. BAzy and Mr. SANDERSON, there 
should be an intimate collaboration 
between the medical service and the 
social service in all aspects ». 


Dr. Huyberechts. — There is a misunder- 
standing, a complete misconception. It 
is a question of autonomy from the legal 
point of view. We are agreed that the staff 
cannot intervene in technical matters. 
I would not be worthy of the name of 
doctor myself if I agreed that our diag- 
noses could be disputed. I hope that 
this will reassure you on this point. 
I apologise for this misunderstanding. 
In this connection I would like to say 
a word to Mr. Esteves, who has raised 
the question of the authority which can 
be given to the staff representatives. It 
is not a question of an authority over 
the officials of the medical-social services, 
but the staff has a certain measure of 
authority. I will give an example to make 
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my meaning clearer: Suppose it is a 
question of granting further facilities, for 
example, dental treatment. 


Let us suppose that at a given moment 
dental treatment is given and later on 
has to be curtailed because it was found 
to be too expensive. The staff represen- 
tatives would have authority to give their 
opinion on how the restrictions should 
apply under acceptable conditions. It is 
not our intention to give any other kind 
of authority to the staff. Mr. FLAMENT 
on the other hand wishes to make an 
addition to the text suggested. I think 
that this addition might lead to several 
difficulties in the future. The text as 
it is, in my opinion, does not impose any 
obligations; but it leaves everything 
possible. To say « with partnership of 
the staff in the management of these 
services, it is according to what is existing. 
We do not say that joint management 
must be everywhere. There will be joint 
staff consultative committees on some 
railways; it will be based on one or two 
representatives on other railways, and on 
certain railways the staff will not par- 
ticipate in any way in the management. 
In brief, every formula is possible. What 
we want is that the principle should be 
admitted, and it is desirable that the staff 
participate in this way. Having said this, 
I will not retain the suggestion of our 
colleague of the Malayan Railways which 
was based on Dr. BAzy’s interpretation 
of the question of the autonomy of the 
medical services. I must apologise for 
this. 


Mr. Sanderson. — I do not know 
whether any other delegates were confused 
over the question of « autonomy », but 
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that was the last word I was looking at. 
I merely thought that certain other 
delegates were confused over the question 
of using the word « management » in 
connection with the medical and social 
services. As far as I am concerned, 
autonomy is quite clear. Autonomous 
from the local government medical service. 
I am afraid that if we leave the second 
Summary as it stands, we are no further 
than when we started to discuss it. It 
says medical and social services, and 
refers to the management of those ser- 
vices — to let the staff share in the man- 
agement of the medical service and the 
social service. My suggestion was to let 
them share in the social service only, and 
be consulted in the non-technical part of 
the medical service. 


Mr. Allen, British Railways. — I 
suggest, Mr. PRESIDENT, that there is 
much to be said for the point of view 
expressed by the medical officer, that 
participation in the management of the 
medical service by the staff should not 
clash with the authority of the medical 
officer in his professional capacity, but 
that, in itself, I suggest is only part of 
the medical service. The administration 
of a medical service is something in which 
the staff can participate. In Great 
Britain, we have such an arrangement, 
whereby staff representatives, through 
their trade unions, can discuss with us 
the standards for sight required for 
different types of work on the railway. 
But when you think in terms of a doctor 
deciding that Mr. X is no longer fit to 
be a shunter, and a member of the man- 
agement challenging his decision, my 
sympathy is with the doctor, and he 
ought not to be left in that position. 


3 
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Surely by a little adjustment of words 
proposed by Mr. SANDERSON the position 
would be met. I suggest the words remain 
as they are, but add the following : 


« It is not suggested that participation 
in the management of the medical service 
by the staff shall interfere with the 
authority of the medical officer in his 
professional capacity. » 


The President. — Well, Gentlemen, 
I am sorry to see that we are not making 
any progress. It is clear that Mr. ESTEVES 
and the doctors are against leaving any 
share of the management to the represent- 
atives of the staff, but Mr. Esteves does 
not mind leaving them a big share in the 
administration of the social services. If we 
all agree with this point of view, there 
is every reason to change the text. If we 
do not accept this view, we will leave 
the text more or less as it is. In order to 
ease the situation, I can give you my own 
opinion judged from the discussion. 
I would say it is advantageous to let the 
staff share in the administration of these 
services, not in the management; in the 
administration, and at the same time as 
they take over part of the authority, they 
will assume a part of the responsibility 
corresponding to their efforts and share 
of the responsiblity. If you agree with 
suppressing « management », and substi- 
tuting « administration », I beg you to 
consider thie problem on these lines. 


Mr. Allen. — That text goes very much 
too far. The only point the doctor has 
made, is that of the staff side having the 
right to veto a decision he has made as 
a doctor. No layman should be given 
that right. I think my amendment meets 
the objection. Nobody has objected to 
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participation of the staff in the social 
services. 


Mr. Lindenberg, South African Rail- 
ways. — I must object to the substitution 
of the word « administration » to « man- 
agement ». As far as the South African 
Railways are concerned, management 
and administration are entirely two 
different things. « management » is the 
General Manager and his executive, 
« administration » is the Minister of 
Transport and his Railway Board, and 
obviously you could not have the 
staff sharing in the administration. They 
could in the « management » but not in 
the « administration ». 


Dr. Huyberechts. — I suggest the 
following text which I hope will receive 
the votes of the great majority : 


« Where there is complete or limited 
uuconomy of the medical and _ social 
services, vis-a-vis the legal regime (which 
will prevent any confusion), it is advan- 
tageous to let the staff share in the man- 
agement of services providing social 
benefits, and this would be according 
to the way the participation of the staff 
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would justify the sharing of responsibility 
and autonomy, and according to their 
personal and financial contributions. It 
should however be understood that this 
cannot be extended to the medical 
activities themselves ». 


I think such a text should remove any 
fear in any field. The word « manage- 
ment » is a very elastic one. 


Mr. Bertrand. — I think that perhaps 
the Summary is rather obstructive. We 
are making an appeal to friendship. 


Dr. Huyberechts. — I think that we - 


should examine this text again to-morrow 
morning. 


The President. — I would ask all those 
who are concerned with the wording of 
this Summary in an acceptable form to be 
present to-morrow, when we will vote 
upon the text suggested by Dr. HUYBE- 
RECHTS. It is a great pleasure to me to 
thank you all for the assistance you have 
given me to enable me to arrive at the 
Summary under consideration. 


— The Meeting adjourned at 12 o’clock. 


Meeting of the 28th September 1950. 


PRESIDENT : Dr. D. J. WANSINK. 


— The Meeting began at 9) 15.a.m. 


The President. — Gentlemen, I would 
remind you that at yesterdays’ meeting 
we could not reach any agreement about 
Summary 2. In the meantime Dr. HUYBE- 


RECHTS has prepared a new text and 
I shall be much obliged if Mr. LENFANT 
will read it to you : 


Mr. Lenfant. — The text suggested by 
Dr. HUYBERECHTS is : 
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« Where there is complete or limited 
autonomy of the medical and social 
services vis-a-vis the legal regime, it is 
advantageous to let the staff share in 
the management of the services providing 
social benefits. This share of responsibility 
would be justified according to the extent 
of their personal and financial contri- 
butions. It should however be under- 
stood that this does not extend to the 
medical activities themselves. » 


The President. — Gentlemen, this new 
text 1s now open to discussion. 


Mr. Goursat, French National Railways 
(in French). — Mr. PRESIDENT, we would 
prefer to retain only the first part of the 
new wording : « Where there is complete 
or limited autonomy of the medical and 
social services, it is advantageous to let 
the staff participate in the management 
of services providing social benefits » and 
continue : « As far as this is permitted 
by the regulations governing in each 
country the working of the medical- 
social activities of the railways ». Here 
are the reasons which led me to make 
this suggestion. First of all, I refer to the 
Special Report and I find that the Special 
Reporters insisted on two points. First 
of all, on the first page of their report, 
they stated that they had been struck by 
the diversity of the legal regimes in 
different countries as far as medical- 
social activities were concerned. This is 
quite true, there is far greater diversity 
on these medical-social questions from 
one country to another than there is in 
the case of technical railway problems. 
Further on, the Reporters recognise the 
fact that it is an extremely difficult task 
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to submit any Summaries, whilst they 
state that they know in advance that the 
legislation of certain Administrations will 
not allow them to adopt such Summaries. 
This is why I think that a Summary such 
as the one I suggested would have the 
merit of being acceptable to the repre- 
sentatives of all the Administrations; in 
particular, it would be acceptable to the 
French Railways, who are living under 
a regime that is not yet finally defined, 
and it seems to us that it would not be 
the thing to pretend to direct our Govern- 
ment by means of a definite text dividing 
up the responsibility of the staff in the 
organisation of the medical-social services. 
I will therefore go back to my text, with 
apologies for having spoken a such length, 
and I suggest saying: «As ar as this is 
possible according to the regulations 
governing in each country the medical- 
social activities of the railways ». 


Mr. Esteves. — Mr. PRESIDENT, it seems 
to me that we are not making much 
progress with this question. We should 
separate the two questions, that relating 
to the medical services and that relating 
to social benefits. We have already 
heard several opinions about the parti- 
cipation of the staff in the medical services. 
I must confess that I have not understood 
any of it. How can the staff participate 
in the medical services? The medical 
services are a purely technical matter. 
So, to allow the staff to participate in the 
medical services, first of all we must 
define the points where the staff can take 
part in the administration, in the service. 
I have heard some very good advice 
about this which I have not understood 
at all. Mention has been made for 
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example of the keenness of vision of 
mechanics. How can the staff have any 
part in this question? It is a purely 
technical question. I think it depends 
entirely upon the technique of the doctors 
or above all on the policy of the managerial 
staff. When conditions are laid down 
which must be fulfilled if a given profes- 
sion is to be followed, I do not think 
it is those who wish to follow this 
profession who should decide such condi- 
tions. To sum up, I still hold to the 
opinion I expressed at the beginning. 
A Summary which I could approve was 
suggested : « Where there is complete or 
limited autonomy of the medical and 
social services, it is advantageous to let 
the staff participate in the management 
of the social services... ». As for letting 
the staff participate in the medical services, 
I cannot hold such an opinion. 


Mr. Lindenberg. — I think there is very 
great difficulty in accepting what Mr. 
ESTEVES proposes in so far as South 
Africa is concerned. We are on, perhaps, 
a peculiar footing in regard to medical 
services. We, as railwaymen, all pay 
personally into a fund for the running 
of our medical services and, therefore, the 
staff, as such, have a direct interest, and 
in ordinary social justice they can demand 
to know how that money which they 
have contributed is being spent, and they 
have a say in the appointment of the 
medical men, but none of them will say 
a doctor has wrongly diagnosed malaria. 
That is a medical aspect, and as far as 
South Africa is concerned, we cannot 
subscribe to any attempt to divest 
the staff of their interest in the manage- 
ment of the funds of the medical service. 
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Dr. Huyberechts. — First of all, I must 
tell Mr. GoursaT that I agree with the 
modification he suggested. His explana- 
tion corresponds to what I wished to 
say; but I should like to know if he agrees 
to the rest of the text? 


Mr. Goursat. — We seem to be telling 
our guardians how we think the responsi- 
bility should be divided up. It is dis- 
courteous to tell our authorities how 
they should divide it up, seeing that we 
have not yet got any definitive text. 
I propose deleting all the rest. This has 
the advantage of making it acceptable to 
everyone. 


Dr. Huyberechts. — I would be very 
happy to agree since at the beginning 
I did not mention it. I would agree if 
I did not fear that in doing so I should 
be going against the opinion of other 
Delegates; I would agree to limit my 
text with the suggested addition. I would 
add a few words for the benefit of 
Mr. Esteves who has returned to the 
attack on the advisibility of separating 
the two services. It is a fact that on most 
railways, the two services come under 


the same authority but nonetheless I think- 


that in every case the medical and social 
services are joint, connected together, 
neighbours, from the administrative point 
of view. I also think that the medical 
activities are only one aspect of the social 
activities taken as a whole. Finally, 
Mr.. Esteves asks how the staff can 
participate in these medical activities. He 
states that the medical services are a 
purely technical service. Yes, for the 
most part it is purely technical. Never- 
theless, in connection with these medical 
activities, there is always an administrative 
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aspect in the case of the large railways 
as in the case of important industries. 
The railway doctor is not solely and 
simply a doctor; he is the doctor of a 
firm, of an industry. From this fact, he 
must have another form of activities 
than the general practitioner because he 
has only to comply with the general legal 
regulations. Mr. Esteves has mentioned 
as an example in particular the interven- 
tion of the staff in the determination of 
the standards for sight. Yesterday, 
I rejected this form of intervention. We 
agree to say that the doctor decides if 
the visual acuity is good. However, 
when it is a question of establishing the 
risks, as well as the doctor, the staff in 
this point of view has his word to say, 
as in the drafting of the regulations. For 
my part, therefore, I agree to the text 
proposed by Mr. GourSsAT apart the 
last part, which I think, does not give 
any precision. On the contrary, perhaps, 
it complicates the matter. 


Mr. Allen. — Mr. PRESIDENT, I am 
wondering whether, in the light of the 
discussion yesterday, and of the new 
draft which has been prepared by Dr. 
HuyYBERECHTS, the suggested new draft 
does not meet, as nearly as it is possible to 
meet, the conflicting views that were expres- 
sed yesterday morning. In other words, it 
is almost impossible to marry completely 
the view expressed by Mr. LINDENBERG 
with the views expressed by certain 
medical officers here, whose position can 
be understood, but bearing in mind that 
the varying Administrations have so many 
different features in respect of medical 
and social services generally, I suggest 
it would be advisable to keep to a form 
of words which can be accepted by 
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each of the Administrations, and operated 
as far as conditions in their own coun- 
tries make possible. This new translation, 
which seeks to maintain a share of 
responsibility for the staff in the man- 
agement of certain social and medical 
services, but prevents interference with 
purely medical activities, that is the 
professional capacity of the doctor, that 
text ought to meet the views that were 
expressed yesterday. In Great Britain, we 
are very much concerned with trying to 
interest the staff in the doctor — too many 
railwaymen in all countries are too much 
afraid of the doctor — and we are aiming 
at getting the doctors more popular with 
the staff than they are today. I do suggest 
that the new draft suggested by Dr. 
HUYBERECHTS more nearly meets the 
opinions expressed yesterday than either 
of the opinions expressed this morning. 


The President. — Does anyone else 
wish to say anything? Gentlemen, we 
have two suggestions to consider: the 
suggestion of Dr. HUYBERECHTS with the 
amendment proposed by Mr. GoursatT, 
accepted by Dr. HuyBERECHTS on the 
one hand, and on the other the original 
text of Dr. HUyBERECHTS which is sup- 
ported by Mr. ALLEN. Mr. GOURSAT’S 
text is of a general character, with no 
special directives, leaving each country 
completely free to act according to its 
own laws’ Mr. ALLEN’s text contains 
certain directives and binds the Admi- 
nistrations in so far as a simple recom- 
mendation can bind them. I think we 
should take a vote on these two sugges- 
tions. First of all therefore I will put 
to the vote the suggestion which goes 
into details, namely that of Mr. ALLEN. 
Does everyone agree to this? 
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Dr. Huyberechts. — I should like to try 
and get an unanimous opinion; taking 
it all in all, the British Delegates want 
above all to make it quite clear that the 
doctor must be quite independent as 
far as his professional activities are 
concerned. It would be bad if I did not 
appreciate such a scruple. I want to ask 
Mr. GoursaT if he would not agree to 
his text being completed by a small 
addition stating that the doctor should 
be independent in so far as his professional 
activities are concerned? 


Mr Goursat. — I have no objection. 
I think this is quite correct and in this way 
we could get agreement from everyone. 
But this addition is not the same thing as 
the wording itself which is much wider. 
There would be some lack of harmony 
between the wording with which you 
agree and this little sentence which you 
wish to add and which would appear to 
be strung on afterwards. But personally, 
I have no objection. 


The President. — The text suggested by 
Mr. ALLEN to cover the British Railways 
obviously contains a clause which covers 
the interest of the staff according to its 
personal and financial contributions to 
the medical funds. This is obviously a 
clause which Mr. ALLEN wishes to retain 
in the text. This is why I do not think 
we reach unanimity by adding the 
amendment suggested by Dr. Huyse- 
RECHTS. 


Mr. Esteves. — I should like the two 
texts to be read out once more. 


The President. — Gentlemen, first of 
all the text suggested by Dr. HUYBERECHTS 
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amended by Mr. GoursAT will be read 
together with its translation, and then 
the text suggested by Mr. ALLEN. 


Mr. Bréchot, Secretary. — 1) Dr. 
HUYBERECHTS’ text amended by Mr. 
GOURSAT : 


« Where there is complete or limited 
autonomy of the medical and social 
services, vis-a-vis the legal regime, it is 
advantageous to let the staff share in 
the management of the services providing 
social benefits, as far as is permitted by 
the regulations governing in each country 
the medical and social activities on the 
railways. » 


2) Text supported by Mr. ALLEN : 


« Where there is complete or limited 
autonomy of the medical and social 
services, vis-a-vis the legal regime, it is 
advantageous to let the staff share in 
the management of the services providing 
social benefits, according to the way this 
participation of the staff could eventually 
justify the sharing of responsibility and 
authority, according to the extent of 
their personal and financial contributions; 
it should however be understood that this 
participation could not be extended to the 
medical activities themselves. » 


The President. — I will now ask you 
to vote on the HUYBERECHTS-GOURSAT 
proposal. Will those Delegates in favour, 
please raise their hands. 


(The HUYBERECHTS-GOURSAT suggestion 
received 25 votes, the proposal of Mt. 
ALLEN, 11.) 


The text proposed by Messrs. HuyYBE- 
RECHTS and GoursaT is therefore adopted 
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by a majority, and we will go on to 
Summary 4. 


Dr. Huyberechts. — Summary 4 


(new 
Summary 3) : 


4. Social services in particular should be 
organised on solidarity and equality lines. It 
is desirable that this idea should oust the 
idea of « assistance >. 


Mr. Lindenberg. — Mr. PRESIDENT, 
May I ask what Dr. HUYBERECHTS means 
by the word « equality »? Does he mean 
that the staff should share in the man- 
agement of the services? 


Mr. Allen. — It is difficult to appreciate 
what was intended here, but I think it is 
intended to say that social services should 
be organised on lines which will be 
looked upon as being more or less equal 
to all those concerned in such a scheme. 
I suggest that « equality » is better than 
« solidarity ». 


Dr. Huyberechts. — To our way of 
thinking, to speak of « equality lines » 
means giving everyone the same thing. 
All the equity regulations should be the 
same. But it is very difficult to give the 
same thing to everyone. 


Mr. Allen. — Surely Summary 4 seeks 
to suggest that a social service scheme 
which only aims at giving assistance 
according to the applications, and results 
in the unscrupulous receiving more than 
their share, is not to be the intention. 
We should see that any social scheme 
should give equality of treatment, and 
consequently the question of giving assis- 
tance to those who are being unscrupulous, 
should be avoided. 
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I propose the following text : 


« The social services in particular 
should be based on the concept of soli- 
darity or of mutual assistance. » 


Mr. Président. — Does Dr. 
RECHTS agree to this idea? 


HUYBE- 


Dr. Huyberechts. — In principle, yes, 
I do agree. But I would like the French 
wording to be revised. 


The President. — Consequently I would 
like to know if everyone agrees to the 
text suggested by Mr. ALLEN, accepted by 
Dr. HUYBERECHTS with the reservation 
that the text be redrafted. 


Does everyone agree? 


— Summary 4 (new No. 3) is adopted 
in the following form : 

« 3. Social services in particular should 
be based on the concept of solidarity and 
mutual assistance. » 


Dr. Huyberechts. — Summary No. 5: 


5. It is desirable that in every field where 
it is practicable, contacts and exchanges shall 
be organised between the employees of the 
different railway Administrations. Where 
they are already in existence (in the medical 
field ;: International Union of Railway Medical 
Services; in the world of sports: Interna- 
tional Railwaymen’s Sporting Union; in the 
tourist field: International Federation of 
Railwaymen’s Tourist Associations); such 
contacts and exchanges should be extended 
and developed, to include those Administra- 
tions which so far have not taken part in 
them. 


I should like to make a little suggestion. 
As eyo can Sscemirom ours teport, sthe 
comments given before Summary No. 5 
show how fruitful such activities and 
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exchanges between countries have proved 
to be. I think that in order to encourage 
it still more we should express a wish 
regarding the granting of certain addi- 
tional travelling facilities in order to 
facilitate such exchanges. 


I would therefore like a short sentence 
to be added calling attention to this 
recommendation of our Section, for 
example: «It is desirable that addi- 
tional travelling facilities be granted in 
order to facilitate such exchanges ». 
Gentlemen, I would like to illustrate this 
suggestion by an example : suppose you 
agree to look after the children of foreign 
railwaymen for a month. You should be 
able to give them traveiling facilities whilst 
they are staying with you in order to 
develop their knowledge and love of the 
country which they are visiting. 


Mr. Allen. — I am not sure whether 
the suggestion here does not really go as 
far as Administrations generally can be 
expected to go, without including the 
question of travel facilities. Travel 
facilities, after all, do exist among most 
of the Administrations, but I think it 
inadvisable to record at the Congress a 
question of this character at all. There 
is another feature to which I would like 
to call attention, and that is that deve- 
lopment of some of the organisations, 
such as the International Federation of 
Railwaymen’s Tourist Associations, may 
have some difficulties attached to them 
in some countries. After the word 
« developed » towards the end of the 
recommendation, I would suggest we add 
the words « as far as possible », because 
some Administrations will find it difficult 
to give effect to the recommendation 
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Mr. De Bruijn, Netherlands Railways 
(in French). — I should like to associate 
myself with Mr. ALLEN about the ques- 
tion of free travel. However I do not 
agrée about adding the words « as far 
as possible ». J dont think we can ever 
do anything that is not possible. 


Mr. Sanderson. — The sense is covered 
in that this conclusion starts by saying 
that « It is desirable in every field where 
it is practicable... ». 


Mr. Allen. — I accept the point Mr. 
SANDERSON makes, but I would suggest 
that the criticism would be more justified 
if we did not go on to include things 
which are practicable. Several things are 
mentioned as practicable, but there are 
other things which could be done. 
Dr. HUYBERECHTS suggested another. But 
in the end, it is the principle which has 
been recommended that really matters. 


The President. — There are in fact two 
suggestions : the text of the Reporter 
completed by an addition suggested by 
Dr. HUYBERECHTS about additional travell- 
ing facilities in order to encourage such 
exchange visits, an addition which has 
been objected to by Messrs ALLEN and 
De BrRuUN. The question is to decide 
whether it is necessary to insert in this 
text a sentence about travelling facilities 
which depends on bilateral agreements 
between the Administrations. 


Mr. Lindenberg. — I feel that the 
question of free rail facilities should be 
approached with great trepidation. It is 
very difficult at the best of times to decide 
whether free or reduced travel facilities 
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should be given, and I know that on the 
railway which I serve, this question of 
free travel, within our own service, is one 
which has caused us many headaches, 
and I feel that by adding these proposals, 
the position is going to become more 
difficult. After all, I think most man- 
agements, when cases are put to them, 
treat them sympathetically and, if at all 
possible, they do grant some concessions. 


The President. — I should like to hear 
the opinion of the Meeting. Should this 
sentence be added or not? Will those 
in favour please raise their hands. 


— Only 6 Delegates were in favour of 
the addition. The suggestion was rejected. 


The President. — Do any Delegates 
wish to say anything about the Special 
Reporter’s text? Gentlemen, I can take 
it therefore that there is unanimity 
about adopting the proposed text. 


— Summary 5 (new No. 4) was adopted 
in its original form. 


Dr. Huyberechts. — Summary 6 (new 
INO) ac 


6. Railway Administrations would find it 
of value to organise professional instruction, 
on the one hand, for the children of em- 
ployees, who wish to follow the same career 
as their parents, and on the other hand, for 
employees themselves to enable them to 
perfect their knowledge of their profession 
and qualify for higher and better paid posts. 


It is desirable that contacts and exchanges 
between railway Administrations, already 
recommended in other connections, should 
also take place in the field of professional 
education. 


Mr. Nolet de Brauwere. — Gentlemen, 
I read this text with the greatest interest, 
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especially the part dealing with the 


_ possibility of arranging instruction and 


teaching in order to make it possible for 
staff to qualify for the higher grades. 
Now in many countries, when it is 
question of promoting an employee, 
often only his actual technical professional 
and practical qualities are taken into 
account. The human element is over- 
looked, the training of a man to be a 
leader. I would like to ask if it would 
not be a good thing to insert between 
paragraphs | and 2 the following sentence: 
« Particular attention should be given to 
the psychological training of the super- 
visory staff ». 


Mr. Allen. — I wonder whether, in the 
light of the question « Organisation and 
development of medical and social ser- 
vices..., etc. », the suggested amendment 
is appropriate under such a_ heading. 
That is vocational training This question 
does not deal with vocational training at 
all. It seems to me that the recommenda- 
tion made here by those who prepared 
the report, goes sufficiently far in dealing 
with professional instruction only, because 
they are trying to deal with the social 
side-picking up the children of railway 
workers. 


Mr. Nolet de Brauwere. — I think that 
it is obviously part of the social field to 
be concerned with the careers of 
employees, the possibility of improving 
their situation, as soon as they enter 
the railway. It is a very good thing to 
pay attention to this point, it is a social 
problem. I think it is also « social » 
when we train the staff who will be 
directly responsible for supervising the 
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small gangs of men, that it is social to 
give them a training that will enable 
them to understand their fellow men 
whom they will have to supervise, so 
that they will be able to obtain full 
collaboration from them. If this problem 
is neglected, only material questions are 
being considered and the principles 
neglected, the spontaneous collaboration 
of the men. 


Mr. Allen. — It would be inappropriate 
to include this unless the question had 
been considered by all the Administrations, 
and an opportunity given to the reporters 
of having a knowledge of what was 
provided already by the various countries. 
That point is not mentioned in either 
of the reports. It has never been sub- 
mitted to the Administrations, and I think 
it is inadvisable to deal with that feature 
at this stage. The whole subject of training 
people is, of course, of great importance. 
The question of instruction in vocations 
surely embraces almost every section of 
railway staff at many levels, at least up 
to the junior officer class, and I would 
suggest that when some appropriate 
question has been accepted by the Con- 
gress, it would be a more appropriate 
time to deal with that matter. This is 
not a social service in any way at all. 


Mr. Nolet de Brauwere. — I consider 


that this is part of the professional 
training. 


Mr. Allen. — I am sorry I cannot share 
your opinion. 


Mr. De Bruijn. — When I read the 
Summary formulated by the Reporters, 
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it struck me that there was a restriction; 
there are in fact two parties concerned : 
the children of employees who wish to 
follow the same career as their fathers, 
and the actual staff. I think the door 
should also be opened to other suitable 
children, and this restriction to the 
children of employees set aside. I intended 
to make this point, but now on account 
of Mr. ALLEN’s reply to Mr. NOLET DE 
BRAUWERE the whole question becomes 
a matter of principle and I do not yet 
know what Dr. HuyBeRECHTS thinks 
about it, but I am quite sure that in 
our Questionnaire, mention was made 
of professional training, and I would like 
to associate myself with Mr. NOLET DE 
BRAUWERE. I think that professional 
training, especially for the supervisory 
staff, is a social question of the utmost 
importance. 


Mr. Bertrand. — The S. N. C. F. were 
very pleased to see the Summary suggested 
by Dr. HuyBERECHTS in the right place, 
at the end of the Summaries about the 
organisation and development of the 
medical services and the social services. 
On the S. N. C. F. we are of the opinion 
that the organisation of apprentice schools 
and the organisation and multiplication of 
training schools which will enable the staff 
to qualify for supervisory posts are 
amongst the most useful social benefits, 
from the staff point of view. We therefore 
give our wholehearted approval to the 
Summary proposed by Dr. HUYBERECHTS 
on the particular point which has been 
publicly discussed. I do not think that 
calling attention to one very special point 
in connection with professional advance- 
ment adds anything much to the Summary. 
There are a quantity of points concerned 
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in professional training and promotion, 
as it is professional promotion that you 
intend to imply. The psychological train- 
ing of men who will be called upon to 
take up supervisory posts in the future 
is indeed very interesting, but a quantity 
of other points might be ennumerated, 
such as the selection, the finding out of 
those men most able to profit by promo- 
tion from the ranks. 


These points have just as much impor- 
tance as the other. I think that in the 
case of a purely social question, it is 
sufficient to arouse interest by putting 
the question in its proper perspective, as 
Dr. HuyYBERECHTS has done, without 
dealing with apprenticeship and  pro- 
motion from the ranks, without going 
into details about all the different points. 
This will come under another question 
dealing with professional instruction and 
professional training. I think-that in the 
text where it states at the end of the first 
paragraph: «...or qualify for higher 
and better paid posts », it is not necessary 
to include the words « and better paid ». 
This is however merely a detail, and I will 
not insist on it. 


The President. — I call upon the Special 
Reporter to reply. 


Dr. Huyberechts. — I agree with 
Mr. BERTRAND. I admit that, as Mr. 
NOLET DE BRAUWERE said, psychological 
training has a certain value, but I do not 
think there is any point in being explicit 
about any given categories, unless there 
is no reason at all for mentioning the 
others. I therefore would like to keep 
the text I suggested, and am quite prepared 
to leave out the words «and _ better 
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paid ». That is only natural. I would 
however like to add at the end of the 
2nd paragraph : « ... professional educa- 
tion and improvement ». 


The President. — Mr. NOLET DE 
BRAUWERE’S amendment is not acceptable 
to the Special Reporter. I think we should 
put this amendment to the vote. 


Mr. Nolet de Brauwere. — I drew 
attention to this rather special point 
because I have found, in most countries, 
no mention is made of this psychological 
training. I recognise on the other hand 
that the text can include this in general. 
I am simply wondering if this idea could 
not be mentioned in the report of to-day’s 
proceedings. If you agree, I will give up 
my idea of mentioning this point in the 
Summaries. 


The President. — We will discuss the 
text as given in the special report, two 
small modifications having been suggested 
to this text: 


1) leave out « and better paid »; 


2) add at the end of the 2nd paragraph 
after « professional training » «and 
improvement ». 


Mr. Lindenberg. — I will be perfectly 
candid, I do not like the subject matter 
of the first paragraph atv allsesledoanot 
think it is a function of any railway 
management or Administration to train 
the children of railwaymen to be rail- 
waymen, because I have yet to be con- 
vinced that the son of a railwayman wants 
to be a railwayman. I suggest that the 
instruction of children would add an 
enormous expense to the budget of rail- 
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ways where this extended over several 
years. I am referring particularly to the 
colonies and the dominions, where you 
do not have the concentration of staff as 
in the built up areas, where it might be 
an easy matter to provide this instruction, 
but I can imagine that in some of the 
French possessions, for example, it would 
be difficult to provide it. I would like to 
propose the following new text : 


« Railway Administrations would find 
it of value to organise instructional classes 
for employees to enable their qualifying 
for higher posts. » 


The President. — This would therefore 
be doing away with courses for the chil- 
dren of employees. I do not think Mr. 
LINDENBERG wants to suggest that the 
door to the railway should not be opened 
to the children of railwaymen; but in his 
opinion a monopoly has been created in 
this way for the men considered suitable 
for employment on the railway. 


Mr. Allen. — I am assuming that it is 
accepted this question of training and 
education is covered by the question 
itself. If it is accepted that it is permissible 
to discuss training in the subject we have 
here, then I am entirely in agreement with 
the suggestion of Mr. LINDENBERG. It is 
wrong to suggest that special instruction 
should be confined to the children of 
railway employees, and it is wrong to 
confine, by implication, any education or 
facilities to the sons of railwaymen. In 
other words, I think the facilities that are 
to be provided for further education and 
training should be open to all the staff 
whoever they are, wherever they are, 
wherever they have been, and, indeed, 
whatever their sex. 
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Mr. Bosc, French West African and Togo 
Railways (in French). — I also am of the 
opinion, like the two members who have 
just spoken, that it is rather too exclusive 
to speak of professional training for the 
sons of railwaymen. On the French 
Overseas Railways we are however obliged 
to organise professional instruction for 
young people who are not yet able to 
become employees. These young people 
are not exclusively the children of rail- 
waymen. I must recognise the fact that 
a great many of them are the sons of 
railwaymen, precisely because they like 
their father’s job and they come from our 
many professional educational establish- 
ments. These are open not only to the 
children of employees, but also to many 
other children who have received a 
certain amount of education and wish to 
be trained. It is quite certain that if we 
did not run _ professional educational 
establishments, we could not find sufficient 
employees with the qualities needed to 
enter the railway. I think that this is 
rather restrictive, and the text might be 
improved by saying « children of em- 
ployees or others attending the profes- 
sional educational establishments ». If 
the training is to be reserved solely for 
the children of employees, recruitment 
will be impossible in many countries, 
especially overseas. 


Mr. Bertrand. — I think we are all 
saying the same thing in approving of the 
suggestions made by Dr. HUYBERECHTS, 
and by Mr. LINDENBERG, as the object 
of the question is the organisation and 
development of the medical services and 
social services for the staff. When we 
speak of apprentice schools, it is not 
from the point of view of the staff; it 
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is not the staff who are going to go to 
these schools; it is the children of the 
staff, and when we deal here with the 
problems of apprenticeship, it will become 
obvious that in recruiting pupils for these 
apprentice schools, we will have to take 
not only the children of employees but 
also the children of outsiders. From the 
point of view of the social question, 
apprenticeship in the case under considera- 
tion can only relate to the children of 
employees, and this is the reason why 
I gave my wholehearted approval to 
Dr. HUYBERECHTS suggestions. If it was 
a question of apprenticeship with which 
we were concerned, I would naturally 
have pointed out that the children of 
employees and other children would have 
to compete for the places. As regards 
the promotion of workers, from the 
social point of view be it understood, this 
affects all the employees of the railway, 
and it does not matter whether they are 
men or women. I quite agree with 
Mr. Esteves on this point, and it is not 
necessary to know if they are children of 
employees or not before they come in. 
Consequently I think the text corresponds 
to the preoccupations of everyone of us. 
In any case it corresponds to ours. 


Dr. Huyberechts. — I think that at 
times we are getting dangerously far from 
the original question. When we speak 
of setting up schools and courses, we are 
concerned with the social field and when 
Mr. LINDENBERG and other delegates 
speak of extending these courses to others 
outside the railway, the Administration 
is no longer concerned with the social 
point of view. It is concerned with 
training skilled labour. It is looking after 
its own interests, but in the case of the 
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employees, it is a social question. Con- 
sequently, I think here we should retain 
the point concerning schools for railway- 
men’s childrens only, since we are dealing 
with railwaymen. 

We have no social obligations towards 
the others. I understand very well that 
in the Colonies difficulties have been 
experienced in finding staff, so that 
schools have been created which are open 
to everyone. In such a case, this is a 
social work from the point of view of 
the district, but it is not a special railway 
social service. In the same way, Mr. 
LINDENBERG is afraid that in opening 
schools for our children, we shall end 
by recruiting nothing but a whole series 
of worthless employees. I think there is 
a misunderstanding. The fact that the 
Administrations set up schools for the 
children does not imply any obligation 
on their part to employ them later on; 
after they have completed their education 
they have to take the usual competitive 
examinations. For my part, I want to 
keep the text as it is with the slight 
modifications made to it. 


Mr. Esteves. — In my opinion, profes- 
sional instruction is a subject that should 
be defined unless it cannot be included 
under this question. We have some 
professional training on our railway but 
this depends on the different departments : 
the permanent way, traction, operating. 
It is not a general matter. Considering 
the question of professional education 
for the children of employees, I am 
wondering at what age such professional 
training should start. I do not think 
for example that 10 year old children 
should be sent to school to learn how 
to become firemen. Consequently, I think 
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that this question is rather out of place 
in this report. In Portugal, we have 
educational centres for the children of 
employees in places where it is difficult 
to run State operated schools, but once 
more I will return to my question: At 
what age should professional training 
start for the children? We know very 
well that if such training were given to 
children when they were too young, there 
might come a time when they no longer 
want to follow that particular career, so 
that the training would have been comple- 
tely useless. 


Mr. Sanderson. — | am rather inclined 
to agree with what has just been said by 
Mr. Esteves, but if this Summary is still 
to be considered, I think I would be 
happier if it was altered to the extent of 
making it quite clear we would educate 
the children of railway employees, if 
practicable. I say this with some feeling, 
because the staff of all the railways, 
certainly mine, will read what this Con- 
gress has discussed and concluded. They 
will probably read it before the officers, 
and if they see this in the countries where 
it is practically impossible, they will start 
asking for it. It is already very difficult 
to transfer the fathers who work on the 
railways from one place to another 
because of educational difficulties, and if 
we throw out an attraction such as 
professional education for the children, 
there will be thousands of applications to 
go to the only centres where such profes- 
sional education can be given. I refer 
principally to colonial railways, and I am 
rather in agreement with cutting out all 
mention of education for railway em- 


ployees, unless you do say « where 
practicable ». 
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Mr. Lindenberg. — I want it to be 
clearly understood that I am in no way 
opposed to the training of the children 
of railwaymen, or any other men for 
that matter, and it just occurred to me 
that some of the railways may have 
difficulty in recruiting staff, resulting in 
them wanting to catch the children young, 
and divert their minds to railway working. 
We, in South Africa, have no difficulty 
in that connection in that we have a 
number of officers who visit all the 
schools, explaining to them the possibility 
of railway careers, and recommending the 
students to take up railway work. But 
this is the point I want to stress — is the 
education of the children of railwaymen 
a matter for the Railways, or for the 
Education Authorities of a particular 
country ? 


The President. — Centlemen, I think 
you have two quite different conceptions 
of Summary 6; on the one hand, that 
of Mr. Esteves supported by Mr. BER- 
TRAND, and on the other hand the sug- 
gestion of Mr. LINDENBERG, supported by 
Messrs. ALLEN and SANDERSON. I must 
add a word as a point of order. I think 
that our Summaries should be above all 
very clear and avoid giving rise to any 
misunderstanding. But the interpretation, 
especially that given by Mr. BERTRAND 
and Dr. HuyBeRECHTS that only the 
professional training of the children of 
employees comes into the question of 
social services, might be quite correct, 
but it is very dangerous from the point 
of view of the reader of this resolution; 
in effect, since the latter will not have 
followed all our arguments during these 
discussion he might think that in our 
opinion apprenticeship and_ professional 
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training should be reserved entirely for 
the children of employees. We do not 
want this to happen. There is a danger 
of a misunderstanding with all its reper- 
cussions as Mr. SANDERSON fears. I would 
like to draw your attention to this fact 
before asking you to vote on these two 
suggestions. 


Will Mr. BRECHOT please read the two 
texts suggested. 


Mr. Bréchot. — Text suggested by 
Mr. LINDENBERG fo replace the Ist para- 
graph : 

« Railway Administrations would find 
it of value to organise instructional classes 
for employees to enable their. qualifying 
for higher posts. » 


Dr. Huyberechts. — There is no doubt 
that we are speaking of railwaymen. 
When it is a question of others, we are 
going beyond this field. On many Admi- 
nistrations, the men pay a contribution 
towards the social services. I do not 
think our men would be disposed to pay 
for the organisation of classes for others. 
If classes of this sort are to be instituted, 
the Administration should subsidise them, 
outside the social activities of the railway. 


Mr. Bréchot. — Here is the text proposed 
by Dr. NHUYBERECHTS, amended by 
Mr. BERTRAND. 


« Railway Administrations would find 
it of value to organise professional 
instruction, on the one hand for the 
children of employees desirous of fol- 
lowing the same career as their father, 
theand on other for employees in order 
to enable the latter to perfect themselves 
in their trade or quality for higher posts. 
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« It is desirable that contacts and 
exchanges between railway Administra- 
tions, already recommended in other 
connections, should also take place in 
the field of professional education and 
improvement. » 


Dr. Huyberechts. — | will support 
Mr. LINDENBERG’S suggestion if everyone 
is in favour of it. 


Mr. Nolet de Brauwere. — Whilst 
supporting it, I would however like to 
know if the more particular question, the 
psychological question, will be included 
in the agenda of a future Session of the 
Congress. Can I express this wish? 


The President. — It will be mentioned 
in the report of the Meeting and the 
Permanent Commission will decide. 


H. E. Dr. Sayed Abdel Wahid Bey. — 
I beg to differ with the end we are coming 
to. We started by discussing the question 
on the basis that it is an organisation for 
social services with the partnership of the 
staff, and we are ending by omitting any 
facility to be given to children of the staff 
in the way of educational courses. I would 
prefer to mention giving extra facilities 
for the children of the staff to follow the 
courses organised in the schools. The 
courses are opén to anybody, but I would 
put to your consideration the desirability 
of retaining the mention of the possibility 
of giving additional facilities to the 
children of the staff. 


I do not like omitting this special 
service, which is a very great benefit to 
the staff. The idea of monopoly must be 
ruled out. Nobody would be given the 
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idea of monopoly. I therefore propose 
the following amendment to Mr. LIN- 
DENBERG’S text : 


«:,..and to give the children of the 
staff exceptional facilities in following 
courses of apprenticeship. » 


Mr. Surleau, Madagascar Railways (in 
French). — I think there has been some 
ambiguity up to now. I think that 
Dr. HUYBERECHTS is speaking of prepa- 
ratory courses specially reserved for the 
children of railwaymen, preparatory 
courses for the professional schools to 
which other candidates are also admitted ? 
What he wants to recommend in this 
this connection is the creation of special 
courses for the children of railway 
employees like those organised by the 
S. N. C. B. I think that the original text 
did not suit the colonial railways and it 
would be ambiguous to retain such a 
text. The best solution would be that 
supported by Dr. HUYBERECHTS, namely 
Mr. LINDENBERG’S text. 


The President. — We have three texts 
therefore : 


1) the original text amended by Mr. 
BERTRAND; 


2) Mr. LINDERBERG’s text which is 
supported by Dr. HUYBERECHTS; 


3) the text suggested by Mr. LINDEN- 
BERG with the amendment proposed 
by H. E. Dr. WanHID Bey. 


I propose to put to the vote : 


1) Mr. LINDENBERG’s text which has 
the support of Dr. HuyYBERECHTS; 


2) Mr. LINDENBERG’s text as amended 
by H. E. Dr. Wanrp Bey. 
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If there is no unanimity, we will have 
to take a vote on the original text. 


(All the Delegates were unable to agree.) 


The President. — I propose to put these 
three texts to the vote, taking first of all 
Mr. LINDENBERG’s text as amended by 
H. E. Dr. WaAHID Bey. It is understood 
that the Secretariat will prepare the final 
draft of the French text. 


Mr. Allen. — In view of the fact that 
the Special Reporter, Dr. HUYBERECHTS, 
has stated that he himself agrees with the 
suggestion of Mr. LINDENBERG, if this is 
unanimously approved, there should be 
no question of going back to the original 
text. 


Mr. Esteves. — I am of the opinion 
that there is some confusion about the 
children. I think that we have voted 
against the children. In this case, our 
Summary is not of a social nature and 
should consequently be suppressed. 


Mr. Nolet de Brauwere. — I think we 
are unanimous on one point; and that is 
that there is no unanimity. I think we 
merely need a majority to adopt the text. 
I suggest taking Mr. LINDENBERG’s text 
which Dr. HUyBERECHTS supports. If we 
get the majority of votes, the result will 
achieved. 


The President. — Gentlemen, I am not 
completely satisfied about this, because 
I think that if we do not take a vote on 
the text suggested by H. E. Dr. SAYED 
ABDEL WAHID BEY, we are depriving him 
of what he has a right to expect. I think 
the Meeting should take a vote on the 
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suggestions put before it. We cannot say 
that the suggestion of Dr. WAHID Bey has 
been rejected because another suggestion 
has been accepted. The suggestions of 
Mr. LINDENBERG and Dr. WAHID Bey do 
not mutually exclude each other. Dr. 
WAHID Bey’s suggestion is an addition to 
that of Mr. LINDENBERG. I must ask 
you to vote on both these amendments. 
You can accept the suggestion of Mr. 
LINDENBERG as it stands or with the 
amendment suggested by Dr. WAHID BEY. 
I think it is only right to put them both 
to the vote. So, I will now put to the 
vote : 


1) Mr. LINDENBERG’S 
22 votes in favour); 


2) Mr. LINDENBERG’s text with the 
amendment made by H. E. Dr. 
WaAHID BEY : 


text (Result : 


« ... and to give the children of the 
staff exceptional facilities in fol- 
lowing courses of apprenticeship ». 
(Result : 5 votes in favour.) 
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3) The original text. (No votes in 
favour.) 
The President. — There is therefore a 


great majority in favour of Mr. LInN- 
DENBERG’s text, and the wording of 
Summary 5 will therefore be as follows : 


« 5. Railway Administrations would 
find it of value to organise instructional 
classes for employees to enable their 
qualifying for higher posts. 

« It is desirable that contacts and 
exchanges between Railway Administra- 
tions, already recommended in_ other 
connections, should also take place in 
the field of professional education and 
improvement. » 


(Approval. ) 


This brings us to the end of our 
examination of Question XI and it only 
remains for me to thank all those who 
have taken an active part in the dis- 
cussions. 


— The Meeting ended at 12.30 p.m. 


DISCUSSION AT THE PLENARY MEETING. 
Meeting held on September 29th, 1950. 


Dr. ENG. G. DI RAIMONDO, PRESIDENT, IN THE CHAIR. 
GENERAL SECRETARIES : Mr. P. GHILAIN AND Dr. ENG. M. VALDIVIESO. 
ASSISTANT GENERAL SECRETARY : Mr. CH. E. WHITWORTH. 


The President (in French). — We now 
deal with the Summaries of Question XI. 


Mr. Ghilain, General Secretary (in 
French). — The text of these Summaries 
appeared in the Daily Journal of the 
Congress, No. 3 of the 28th September 
and No. 4 dated 29th September 1950. 


(These Summaries raised no remarks.) 


The President. — We may therefore 
consider as adopted the Summaries of 
Question XI. 


SUMMARIES. 


« 1. When the legislation of the 
« country does not make it impossible, 
« it is advantageous for the Railway 
« Administrations to organise their own 
« medical and social services in order 
« to meet the pressing requirements of 
« railway traffic as well as the particular 
« conditions of the work and welfare of 
« their staff. 

« Moreover, when a country’s medical 
« services are inadequate or non-exist- 
« ent, the Administration concerned 
« should itself organise such services for 
« its employees and their families. 


« 2. Where there is complete or 
« limited autonomy of the medical and 
« social services vis-a-vis the general 
« legal regime, it is advantageous to let 
« the staff share in the management of 


services providing social benefits, as 
far as is permitted by the regulations 
governing in each country the medical 
and social activities on the railways. 


« 3. Social services in particular 
should be based on the concept of 
solidarity and mutual assistance. 


« 4. It is desirable that in every field 
where it is practicable, contacts and 
exchanges shall be organised between 
the employees of the different Rail- 
way Administrations. Where they 
are already in existence (in the me- 
dical field: International Union of 
Railway Medical Services; in the 
world of sport: International Rail- 
waymen’s Sporting Union; in the 
tourist field: International Federation 
of Railwaymen’s Tourist Associations), 
such contacts and exchanges should 
be extended and developed, to include 
those Administrations which so far 
have not taken part in them. 


« 5. Railway Administrations would 
find it of value to organise instruc- 
tional classes for employees to enable 
their qualifying for higher posts. 

« It is desirable that contacts and 
exchanges between Railway Adminis- 
trations, already recommended in 
other connections, should also take 
place in the field of professional educa- 
tion and improvement. 


[ 385 ] 


QUESTION XII. 


What must the importance and the prevailing conditions of 
traffic be, in order that from the economic point of view : 


a) the construction of a railway line; 
b) the keeping operating an existing railway line; 


should be useful? 


Preliminary documents. 


Report (America [North and South], 
China, Burma, Costa-Rica, Egypt, Great 
Britain, North Ireland, Dominions, Pro- 
tectorates and Colonies, India, Iran, Iraq, 
Malayan States, Pakistan), by SVEN BOYE. 
(See Bulletin for February 1950, p. 111, 
or separate issue No. 1.) 


Report (Austria, Belgium and Colo- 
ny, Bulgaria, Czechoslovakia, Denmark, 
France and Colonies, Finland, Greece, 
Hungary, Italy, Luxemburg, Netherlands 


and Colonies, Norway, Poland, Portugal 
and Colonies, Rumania, Spain, Sweden, 
Switzerland, Syria, Turkey and Yugo- 
slavia), by N. LALOonNr. (See Bulletin for 
June 1950, p. 1371, or separate issue 
No. 27.) 


Supplement to Report, by SVEN Boye. 
(See Bulletin, July 1950, p. 1471.) 


Special Reporter: WN. LALONrI. (See 


Bulletin, October 1950, p. 2119.) 


DISCUSSION BY THE SECTION. 


Meeting of the 2nd October 1950. 


PRESIDENT : 


— The Meeting began at 9.30 a.m. 


The President. — Gentlemen, today 
we have to deal with Question XII, 
the Special Report on which was drawn 
up by Mr. LALoni. I suggest that we 
begin by a general discussion of the 
subject and subsequently consider point 
by point the Summaries suggested by the 
Special Reporter. 


Dr. D. J. WANSINK. 


Does anyone wish to say anything? 


Mr. Esteves, Portuguese Railways (in 
French). — I think that the question as 
formulated may arise when a railway is 
begun. At the present time, I think that 
in every country a railway system has 
already been established which satisfies 
the traffic requirements. I consider 
therefore that the problem of building 
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new lines is too complicated for us to 
deal with in a satisfactory manner. The 
construction of a railway line will neces- 
sarily have repercussions on the other 
lines of the system. How can the traffic 
of this particular line be estimated in 
relation with the total traffic of the 
system? I think that part of this traffic 
is likely to affect the other lines, and 
consequently the traffic acquired by the 
new line will be lost to the other lines. 
And taking into account the financial 
situation of the railway Administrations, 
I am of the opinion that the problem 
should not be considered from the 
economic point of view. It is essentially 
a loss and a gain which will cancel each 
other out. Moreover, at the present time, 
all efforts are being directed towards 
defending the existing railway system 
against the competition of other methods 
of transport, namely by road and air. 
I do not see how the construction of new 
lines can be justified in countries where 
the system is already established and has 
to fight against the competition of other 
methods of transport. The construction 
of a new line will always be a very costly 
problem. In this connection, I would 
like to point out that in Portugal only 
the State can construct new lines or 
sections of line necessitated by general 
considerations of an economic, political 
or even military order. I do not see 
how we can consider the problem of 
building new lines, as, as I have already 
said and will repeat, the principal problem 
is the defence of the existing railway 
system against the competition of other 
methods of transport. Naturally, I make 
an exception of those countries who do 
not yet possess a sufficiently developed 
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railway system to meet traffic require- 
ments, as is the case with the colonial 
lines. I note however that the question 
has been carefully studied by the Special 
Reporter, and the difficulties of his task ~ 
are very clear. 

Consequently, Mr. LALONI has put 
before us the results of the investigation 
he carried out rather than Summaries. 
As for me, in view of the present financial 
position of the railways, I would like to 
suggest the following Summary as regards 
the first paragraph of the question : 

« The construction of a new railway 
line, except in the special case of colonial 
railways, cannot be undertaken except by 
the intervention of the State, in the 
general interest. » 

This would be the first Summary. As 
regards paragraph 5), I am of the opinion 
that if the line in question is running at 
a loss, it is obvious that the Administra- 
tion derives no advantage from keeping 
it open. In such a case, consideration 
should be given to replacing railway 
operation by road services or closing 
down altogether. In both cases, I think 
it is for the State to decide. 

In this connection, there is a very 
interesting example in Portugal. When 
the construction of a road gives better 
communications between two _ regions, 
thanks to the motor, this road service is 
handed over to the railway. When the 
line that is being run at a loss is not 
important, the question of closing it 
down is considered. In both cases, I think 
again it is for the State to decide. Con- 
sequently, I suggest the following Sum- 
mary for paragraph b) : 

« Keeping open a line running at a 
loss or replacing it by road services 
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operated by the railway Administration 
should be decided by the State, which 
should be responsible for deciding if the 
railway is to be kept open. » 


These are the two Summaries I suggest 
for Question XII. 


Mr. Dugas, French National Railways 
(in French). — As the PRESIDENT invited 
us to have a general discussion, I should 
like to make the following observation : 
The report seems to imply in several 
places the hypothesis that on a railway 
there are lines run at a loss and lines 
run at a profit. Now, under present 
conditions it happens that all the lines of 
a system are run at a loss without excep- 
tion. We should make it quite clear what 
we mean by a «line runata loss ». Does 
it mean a line which does not earn its 
direct operating costs, or one which does 
not cover its marginal costs, or is it a 
line which does not completely cover its 
total costs, including the general expenses ? 


Mr. Pickford, British Railways. — 
Referring to the remarks of Mr. ESTEVEs, 
he suggested that we should replace 
paragraphs Nos. | and 2 in the Summary 
by the suggestion about the State building 
the railways. However, I would suggest 
that we do not interfere with paragraphs 
Nos. 1 and 2 in their present order, but 
bring in the point about the State building 
new lines at the end of the Summaries, 
because firstly, we have to answer the 
question as to the importance of the 
prevailing conditions of traffic to justify, 
from the economic point of view, the 
construction of a railway line, or the 
continued operation of an existing rail- 
way line, and until we have dealt with 
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that question, we cannot make a final 
recommendation about the State accepting 
responsibility for the construction of new 
railways. I would suggest that Summaries 
Nos. | and 2 stand as they are, and that 
we bring in any suggestion of State 
building towards the end of the Sum- 
maries. 


The President. — Mr. EsTEvEs suggested 
replacing Summaries | to 10 by the two 
Summaries he proposed. He justifies his 
point of view by arguing that these ten 
Summaries are not true Summaries to 
his way of thinking. According to him, 
they are merely a Summary of the report 
and a general review of the situation, but 
in no way directives. Consequently, he 
suggests two Summaries of his own 
which imply a definite policy. 


We must therefore now decide whether 
to suppress the ten Summaries of the 
Special Report and replace them by the 
two Summaries suggested by Mr. ESTEVES. 


Mr. Bosc, French West African and 
Togo Railways (in French). — The 
question on to-days’ agenda as a whole 
is of particular interest to the overseas 
railways, as the question of constructing 
new lines, or sections of lines, and even 
the question of keeping certain lines open 
closely concerns them. We would have 
been very glad if the experience of the 
important railways at home and the study 
of the question had enabled us to tackle 
on the technical plan, the recommenda- 
tions needed in this connection. In our 
case, it is precisely the State which makes 
these decisions, based not only on political 
and military reasons, but also on economic 
considerations. We should have liked to 
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have seen these clearly brought out by 
these discussions. I agree with Mr. DUGAS 
when he says that the question of running 
at a loss is not the criterium which should 
decide the matter. .When speaking of 
running at a loss, we must know whether 
these lines are operated in the best 
possible way, if the loss is due to the way 
they are operated or to a lack of traffic. 
I should have been very glad if certain 
Summaries could have been based upon 
the experience of the important railways 
on the economic plan, keeping to the 
question as set, namely to know accurately 
what volume of traffic should exist in the 
two cases in question. The criterium of 
a loss should not come into it to my 
way of thinking. 


Mr. Miles Beevor, British Railways. — 
I would like to begin my remarks by 
expressing my admiration of the Sum- 
maries that have been put before us, 
particularly the Special Report prepared 
by Mr. LALONI, on this extremely difficult 
question. It has been very interesting to 
read. Now I must speak here, as you 
know, as an Officer of the British Trans- 
port Commission, and it seems to me 
that the English position, on a question 
such as this, may be very different from 
that of many of European and other 
railway Administrations throughout the 
world, because, for the last three years, 
under the Transport Act, in England, one 
enormous undertaking has, in fact, been 
formed which, by degrees, is obtaining, 
and should obtain a very large interest, 
and indeed almost a measure of control 
over, first, what we call the long-distance 
merchandise traffic on the roads, and, 
secondly, over the passenger traffic in the 
omnibuses. That means, of course, that in 
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England, the position should arise, when 
the organisation is built up, that the 
British Railways will have very great 
assistance in dealing with branch lines, 
particularly those which are not a paying 
proposition today, because they have 
their own applied British Road Services, 
owned by the British Transport Com- 
mission, and therefore ready to help them 
and to take over if this is justiffed. An 
independent railway Administration is 
not in that position, and if w2 work out 
in England our schemes of integration, 
we shall be able to do many of the things 
which Mr. LALONI has indicated in his 
report would be helpful as arrangements 
between road and rail, and I think I am 
right in saying, some of those things you 
are already doing in Holland. Now I do 
hope this Section will not reach any 
conclusion that questions of the con- 
struction of new railway line, of the 
keeping open an existing railway line, 
should be left to the State to decide. In 
England these questions are for the 
British Transport Commission to decide. 
The British Transport Commission is not 
the State, and we wish, so far as we can, 
to keep a degree of independence from 
the State. The State is not to dictate if 
we can help it. 


The question I feel we should turn our 
minds to, in considering this, is where, 
from an economic point of view, does the 
point come at which, by reason of the 
volume of traffic operating on any parti- 
cular line, the railway becomes uneconomic 
to work and other means of transport have 
got to be used. 


We all know that for bulk traffic and 
for long-distance traffic, rail will beat 
road every time, and it is desirable, in the 
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national interest, that main lines of 
railway should continue; but where traffic 
is light, it may be cheaper to rely upon 
road service. Can we reach a summary, 
in any way, as to where that point comes, 
and why? 


M. Santoro, Jtalian State Railways 
(in Italian). — In my opinion we should 
refer to the title and object of this question, 
which is to study the conditions and 
characteristics of the traffic necessary if a 
line is to be useful. This problem is one 
which cannot apply equally to every 
country; it arises in every country and 
each country has to solve it in its own way. 
The object of our study is not an invitation 
to build a line or close one down, but 
simply an invitation to be prudent in 
deciding to construct or close down a line. 
The problem of new lines, is an actuality 
everywhere. In Italy, for example, 
investigations are being carried out to 
see whether or not new lines should be 
constructed in certain regions, and these 
take into account the financial point of 
view, the practical point of view, etc. In 
practice, a railway is a complex system of 
profitable and unprofitable lines, with 
heavy traffic in the former case and little 
traffic in the latter. It is very difficult, 
even impossible to make a clear demarka- 
tion between the lines which bring in a 
lot and those which bring in very little. 
The study of the limit-traffic justifying 
keeping a line open or building a new line 
involves making calculations in each case. 
For example, if a new coal mine is disco- 
vered, an investigation will be necessary 
to see if this mine merits the construction 
of a new railway line or not. The railway 
must not be bound by any rigid formulae 
in this connection. A word on the subject 
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of the intervention of the State and the 
opinion that it is for the Government 
to decide that the State should intervene. 
This is a question which concerns every 
Government. 


In this case, it is to be recommended 
that such intervention should be open and 
apparent and not underground. 


Mr. Sherrington British Railways. — 
When one comes to measure the traffic 
conditions which may determine the 
possibility, or probability, of closing a 
line which is reputedly in deficit, there is 
one aspect which I do not think has receiv- 
ed attention in this report, and that is 
the existence of subsidies which may be 
granted by the State. In Australia, for 
example, there is such a system of subsidy 
for development lines. If there is the 
possibility of a subsidy for certain sections 
of line, that would clearly affect the measure 
and volume of traffic which is required 
to turn the balance between a profit 
earning and a deficit shewing line. I 
think this point should be borne in mind 
in laying down any hard and fast rule 
concerning the closing of a line, or the 
maintenance of an existing line. The 
possibility exists, and is quite a large 
factor in certain areas of the world. Then 
as the last speaker pointed out, owing 
to seasonal conditions, and the discovery 
and development of natural resources, 
it is found that a line, which was in deficit 
for many years, has become profit 
earning. 


Mr. Sjoberg, Swedish State Railways. — 
Mr. Bosc and Mr. BEEVvoR have asked for 
more specific summaries as regards the 
volume of traffic to decide whether a new 
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line should be built. or an existing line 
discontinued. As Mr. LALont has ably 
said in his report, it is particularly difficult 
to reach conclusions on a problem such 
as this. With the varying economic 
conditions, and technical organisations in 
the different countries, it is impossible to 
generalise. You must deal with each 
problem individually, and what you 
really need is first, a general method of 
analysis, and secondly, sufficient specified 
and reliable knowledge and data about 
the technical and economic conditions in 
your railway enterprise; and that really 
sums up to about the same problem as 
this Section was discussing a week ago 
when we examined Question X. 


Mr. Manitto Torres, Benguela Railways 
(in French). — First of all, I should like 
to congratulate Dr. LALONI on his very 
conscientious and painstaking work, whose 
culture and competence, and — to sum 
it up — whose true Latin spirit I had the 
opportunity of appreciating last year at 
the enlarged meeting of the Permanent 
Commission in Lisbon. 


The final considerations of Dr. La- 
LONI’s work —I will not say the Summaries 
because they are only statements of fact 
as the Special Reporter himself recognises 
and Mr. Esteves has pointed out — have 
my approval, just as from their own 
particular point of view the Summaries 
suggested by Mr. Esteves, which al- 
though intended to replace the former, 
seem to be far from irreconciable with 
them. 

As regards Mr. Esteves’ Summaries, 
I would give them my complete approba- 
tion if my point of view happened to be 
the same, since in reality the intervention 
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of the State, always formal and necessary, 
is more than even essential in the case of 
the double question, nowadays such a 
difficult one, of the construction of new 
lines or closing down of sections « run 
at a loss ». 

As for me, I think this latter problem 
arises and depends above all on two 
leading questions the first, a question of 
fact, is that the study and recognition, 
from the technical, economic and adminis- 
trative points of view, of the circumstances 
which cause a line to show a loss, are not 
yet «ripe » in every respect, the replies 
received from the Administrations being 
as a result generally completely insuf- 
ficient; the second is a question of orienta- 
tion, seeing that closing down and aban- 
doning lines showing a loss may in 
most cases be a further blow for the 
railway, especially in the case of Com- 
panies and countries with little traffic. 


In such cases particularly, the problem 
should be thoroughly gone into before 
the situation becomes irremediable. 

In this connection, I think that the 
railway should oppose as much as possible 
any suggestion of abandoning or closing 
down lines showing a loss, and substi- 
tuting road transport for railway trans- 
port, — which is too definite a statement 
to be defended by railwaymen themselves. 

Yet, I know very well that the railway 
cannot go on piling loss upon loss, that 
it should watch over its administrative 
life and make it not only solid but positive. 

I also know — and no one can dispute 
the fact, — that to close down or abandon 
a line is to «abdicate » with all the 
resulting repercussions of rumours and 
public discredit, and opens the door to 
competition, in fact invites it in. 
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Once more, we must remember without 
doubt the fact that it is the duty of the 
railway (even more than the Post Office, 
Education, and other public services) to be 
productive. Nor should it be forgotten 
that the railway is above all an economic 
and national instrument, and that the 
permanency and security of the railway 
services cannot be either equalled or 
replaced by that floating and variable 
alternative, of the motor, which, in spite 
of all’ controls, weighs and selects and 
always will select the quality, place and 
time of its traffic. 


In its turn the railway for reasons of 
duty and — why try to hide it — for 
reasons of ability also, cannot and should 
not monopolise only the « rich » services 
and open more ingeniously the poor 
services. The latter are necessarily in 
many cases feeder services for the former 
and always their means of contact, sound- 
ing and observation. They justify the 
existence of the national protection which 
is always being clamoured for and to 
which the railway has an inalienable right 
provided it knows how to merit it. 


For all these reasons, rather than the 
idea of suppressing or abandoning 
immediately certain lines, I prefer that of 
accurate and thorough investigations 
into the economic and administrative 
conditions of a reduced type of working, 
a question which nowadays, as is well 
known, raises many problems as regards 
the traction, operating and even the staff 
as regards their training, their profes- 
sional devotion and their spirit of colla- 
boration which should be encouraged by 
an organisation altogether appropriate 
to the circumstances. 


Moreover motor traffic itself — with 
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its defects, its simplifications, its facilities 
and its avoidance of so many of the 
practices and formalities still retained by 
the railway — gives us precious and 
almost inexhaustable examples of a redu- 
ced type of working. 


As a national service the railway ought 
not to abdicate as soon as difficulties 
arise, as this will lead to very serious 
consequences. 


Admitting of course that there are 
certain exceptions — though they are very 
rare — and taking into account, as 
practical experience shows, the traditional 
and comprehensible instability of « rail- 
road » agreements, and also remembering 
the obvious insufficiency of the studies 
made, not only the technical ones but 
above all the economic and administra- 
tive ones, in order to get a clear picture 
of the position of lines said to be run at a 
loss, I would like Summaries to be adopted 
which satisfy the following principles : 


a) The economic, administrative and 
technical identification of lines run at a 
loss being still ill-defined, as is shown by 
the insufficiency of the replies received 
from the Administrations to the enquiry 
carried out by the Reporters, the resolution 
should be adjourned and more thorough 
investigations undertaken right away in 
order that a future enquiry may prove 
conclusive and consequently fruitful. 


b) The Railway should resist to the 
utmost any suggestion of abandoning 
any of its lines, preferring always to adopt 
a reduced type of working appropriate 
to each special case rather than close 
down. 


c) However, in cases where, as the 
result of technical, economic and admi- 
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nistrative studies made necessary, it is 
decided, as an exception, to substitute road 
services for the railway services on certain 
sections of the railway, the concession of 
such motor services should always be 
officially reserved for the railway « under 
the same conditions as regards permanency, 
security and exclusiveness as in the case 
of its railway concession », leaving open 
the possibility for the railway to resume 
its railway services if the opportunity 
arises. 


The President. — The amendment of 
Summary 8 suggested by Mr. MANITTO 
TORRES will be examined when we come 
to this Summary. We are now having 
a general discussion of the question. I 
call upon Dr. COTTIER. 


Dr. Cottier, Central Office of Interna- 
tional Railway Transport. — As { have had 
to deal with this question for ten years, 
I can speak from experience. I think that 
the paucity of the replies received was 
due to this fact : the questionnaire was 
addressed solely to railways. The large 
railways were consulted but not the little 
ones. It is however the Ministries of 
Transport who are in possession of the data 
concerning all the railways. Secondly, 
I think that a very clear distinction should 
be made between the large railways 
having lines with little and lines with 
heavy traffic, and the private railways. 
On the large railways, it is possible to 
balance the lines with poor traffic by 
those with heavy traffic; on the other 
hand, the problem of the volume of 
traffic is a very different matter for the 
small railways who cannot do this. And 
so you have the grave problem of the small 
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railways which is extremely complex. In 
this connection, I might say that in 
Switzerland there is a law passed in 1939 
authorising subsidies up to 150000 000 
Swiss francs for the small railways. But 
a mistake was made in 1939; it was not 
laid down that these subsidies could also 
be granted when a railway was replaced 
by a public motor service. 


I must insist on « public character ». 
A distinction must also be made between 
replacing it and maintaining a public ser- 
vice or replacing it by leaving everything 
to private services in the widest sense. 
The law of 1939 was corrected by the law 
of 1949 which provides that the same 
subsidies can be given by the public 
authorities, the cantons and the commu- 
nes to public undertakings which formerly 
operated railway services and have now 
gone over to road services. Switzerland 
has therefore treated public transport 
undertakings by road and by rail in the 
same way. The legal basis for replacing 
certain lines of the State Railways was 
only created in 1945 and a special law 
was needed to authorise the Federal 
Railways to turn the services on certain 
railway lines into road services. Practic- 
ally, no railway was replaced up to the 
present. The populace wish to maintain 
the railway. As an old railwayman, I 
have been very glad of this popular 
manifestation. But when it was a question 
of fixing the annual subsidies for the cons- 
truction and maintenance during 20 or 30 
years, it has always been extremely difficult 
to obtain the consent of the community. 
As regards the many railway systems, 
whose extent varies from country to coun- 
try, what are the users doing on behalf 
of the railway? There are the topogra- 
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phical conditions, the climatic conditions, 
fear of the winter, fear of war, the problem 
of power, of fuel. After the experience 
of two wars, there is a certain apprehen- 
sion; motor transport came to a stop 
whilst the railway in principle did not 
have this worry. Consequently, the 
populace wish to maintain the railway. 
Conditions are very different from one 
country to another. And now another 
problem arises : in Switzerland the private 
railways are endeavouring to get them- 
selves included in the national railways. 


In general, I think that the buying back 
will be a costly matter for the State. But 
this is also a very important problem to 
maintain the railways and integrate them 
in a more important whole were compensa- 
tion is possible. I think that this problem 
of possible compensation in a more 
extended system is very important. These 
are my observations based on several 
years experience. 


The President. — I think it is now time 
to bring this general discussion to an end. 
Before calling upon the Special Reporter, 
I would like to sum up these discussions 
to some extent to make sure that we are 
not going into too many points. In my 
opinion there are two principal questions: 
everything should be referred to the State, 
as Mr. ESTEVES proposed, or not, as 
Mr. MiLes BEEvor stated. Are we going 
to discuss this problem simply as railways 
or as State organisations, in so far as we 
are State organisations? This is the 
problem dealt with by Dr. Cottier. He 
said: « Why did you not send your 
questionnaire to the Ministries of Trans- 
port? ». We are here to represent the 
railways not the Ministries of Transport; 
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it is not a Government Conference. Are 
we going to refer everything to the State 
as Mr. ESTEvesS suggested, or are we 
going to follow the Special Reporter in 
his 10 Summaries? This is the first point 
emerging from the discussion. The second 
point relates to a question of principle. 
What is meant by «run at a loss». A 
point raised by Mr. DuGas and supported 
by Mr. MANitTTo Torres. Does it mean 
an integral, marginal, or indirect deficit? 
Again the question can be raised in the 
inverse sense : What is meant by « pro- 
fitable »? Does it mean the integral 
profit, the marginal profit or the differen- 
tial profit ? 


Mr. SJOBERG referred to the report on 
Question X which we discussed last week, 
and it is precisely in Mr. SJOBERG’s report 
that you will find a method for calcul- 
ating the different categories of deficits; 
that shows that we have sufficient data to 
conclude what is meant by « they can pay 
their way ». 


I think therefore, Gentlemen, that these 
are two principal points to which the 
discussion should be limited. I now call 
upon the Special Reporter. 


Mr. Laloni, Special Reporter. — After 
this general discussion, it seems to me to 
be opportune to thank those delegates 
who criticised or praised the Special 
Report. 


I was very pleased to find such differ- 
ences of opinion, as it shows that the 
Delegates have carefully studied the report. 
Mr. Esteves has raised a question of a 
general nature, which in my opinion is 
getting away from the question set by the 
Permanent Commission; the latter ex- 
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amined the question at length to see if it 
was well-founded and decided to consider 
it from the economic point of view. I 
think Mr. EsTEvES will be satisfied when 
we discuss the Summaries of the Special 
Report; it will then be possible to com- 
plete them and modify some of them 
according to the remarks made. 


Mr. Duaas raised a preliminary point 
which is of a kind likely to demolish 
completely the whole study made, namely 
that there are no lines run at a loss. I do 
not think this is really his opinion, as even 
in France lines showing a loss have been 
closed down, and trials carried out in 
order to reduce the deficit. I) do not 
think such steps have been taken with 
any other object in view than the financial 
one. In Belgium, the situation is similar, 
some lines have been closed to passengers 
and others are going to be. Mr. PICK- 
FORD has also made a comment which 
in my opinion could be included in the 
final Summaries. Mr. SJOBERG recalled 
the discussions on Question X as regards 
the economic structure of certain services 
and it is admitted that the book-keeping 
problem is not yet solved; in spite of a 
long discussion, no agreement could be 
reached. Mr. MANITTO TorRES, whom 
I thank very much for his compliments, 
approves in general of the Summaries of 
the special report and considers that the 
secondary lines should be specially con- 
sidered. As for Mr. Cottier, he has 
almost reproached us for not consulting 
the Governments, but the President ex- 
plained why this was. 


As it states in the report, the question- 
naire addressed to the Administrations is 
concerned exclusively with the economic 
aspect of operating railway lines. It also 
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covers all the other questions of railway 
economy, such as a the rationalisation of 
the working and the substitution of other 
methods of transport. Unfortunately, 
the replies received do not represent the 
personal opinion either of the Special 
Reporter nor of the other two Reporters. 
We found that the railways do not keep 
systematic statistics : the economic side 
is neglected. According to custom, our 
report should end by proposed Summaries 
reflecting the average opinion of the Admi- 
nistrations consulted. Certain replies 
indicated the different aspects of the 
problem economically. We must therefore 
examine the Summaries derived from the 
replies received, and we are prepared 
to modify them according to the comments 
made. 


The President. — After this statement 
by the Special Reporter, it remains for 
me to ask the meeting if it is of the opinion 
that Summaries | to 10 of the Special 
Report should now be discussed, or if they 
should be replaced by the two summaries 
suggested by Mr. Esteves. This is a ques- 
tion of principle which must be elucidated. 


Mr. Esteves. — I should like to ask one 
further preliminary question. The Sum- 
maries suggested by the Special Reporter 
are in fact not summaries but statements 
of fact. This is quite a different matter, 
and I am of the opinion that if these 
statements are approved, the question set 
will not have been answered, whereas my 
suggestions give an answer to the question. 
The Summaries presented by the Special 
Reporter are very well conceived, but they 
are statements. No reply is given to 
the question : « What are the conditions 
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under which the construction or mainten- 
ance of a railway line are useful? » I am 
first of all asking myself: « Useful to 
what ». Useful to the railway Adminis- 
trations? 


I do not think so. I consider that at 
the present time no new line can be useful 
to a railway Administration since they 
are all in financial difficulties at present. 
This is the preliminary question which I 
want to ask. The Special Reporter’s 
statements can be discussed and voted 
upon so as to decide what Summaries 
should be drawn from them,but it ‘cannot 
be said that the question set will be 
answered by means of these statements. 


The President. — I suggested that 
Mr. Esteves should raise these points 
again when he considered it advisable. 
They will have to be modified, but we 
can take them into account. It is true that 
Summaries | to 10 are mainly statements of 
fact and not recommendations for the 
railways, but Mr. LALONI has explained 
that in these ten statements he has not 
expressed his personal opinions but that 
he had to base his report on the replies 
received from the railways, which were 
often very vague and could not be used 
as a basis for well defined Summaries. 


Consequently, we must now take a vote 
on the suggestion made by Mr. ESTEVES. 
Will those in favour please raise their 
hands. 


Mr. ESTEVES’ suggestion on being put to 
the vote was rejected by a large majority, 
but it remained understood that all the 
amendments considered necessary could 
be put forward during the discussions on 
Summaries 1 to 10 of the Special Report. 
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The President. — We are going on to 
discuss the Summaries | to 10 of the 
Special Report. Will Mr. BrécCHOT 
please be good enough to read’ them one 
after the other. It is understood that the 
Delegates will suggest all the amend- 
ments they wish to see incorporated in 
the text: 


Mr. Bréchot, Secretary. — Summary I : 


1. Generally speaking, the various Sys- 
tems do not keep systematic statistics for 
each individual line, showing traffic and 
budget. For this reason, it has not been 
possible to ascertain the proportion of lines 
showing a deficit as compared with each 
System as a whole. 


Mr. Miles Beevor. — I would like to 
know what is meant in the English version 
by the word « budget »? Is the Special 
Reporter referring to what we call receipts 
and expenses? 


Mr. Laloni. — I quite agree as to this 
interpretation. 


Mr. den Hollander, Netherlands Rail- 
ways. — Mr. PRESIDENT, just one remark. 
This is not a Summary, but simply a fact. 
I am astonished that we have spent the 
whole morning speaking of lines that do 
not pay, and after all have to admit 
now that we do not know which are the 
lines that do not pay. In fact, this is really 
astonishing and very depressing. After 
reading the ten Summaries, I think that 
we should suggest adding another one to 
the effect that we suggest that all the 
railway Administrations should at once 
begin to collect all the facts and figures 
concerning all their lines in order to 
find this out as we already know it in 
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Holland, not only for the present time but 
also for the future, because we are carrying 
out maintenance work on these lines and 
building rolling stock. We are not doing 
this only for one or two years, but for at 
least 25 years; so we must not only 
consider these facts and figures for today 
but also for the future. 


Mr. Pickford, British Railways. — | am 
just wondering whether I may suggest 
that we group | and 2 as 2, and substitute 
for 1 something which directly answers 
the problem. The question asks : « What 
must the importance and the prevailling 
COMahincins Or WeMiie We. %, Cie? Il 
would suggest that first we answer the 
point that from the economic aspect, 
the main consideration in building a 
railway line, or maintaining an existing 
railway line, must be whether there is 
sufficient freight or passenger traffic, or a 
reasonable prospect of it, to justify the 
expenditure. That must be the first 
economic consideration. It is only after- 
wards that the question of deficit comes 
in. 


The President. — Speaking of « justify- 
ing expenditure », you have to express 
yourself on what expenditure you mean. 


Mr. Pickford. — If I may, I would 
say expenditure which you can attribute 
directly to a particular section of the line; 
that is, operating costs, interest, and 
amortisation on that particular section. 
If the revenue accruing pays that, surely 
that fact has decided the point from the 
economic aspect. After that, the question 
of deficit comes in, and whether or not 
the line should be kept in operation from 
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a national importance point of view. We 
must answer, what is the first considera- 
tion on whether or not you close a line, 
or build a new one. We have started off 
with the second part of the answer. 


Mr. Upmark, Swedish State Railways. 
— As has already been stated, everybody 
must be very astonished that we do not 
know which railway lines are not paying. 
I do not know exactly how we can amend 
Summary 1, but I should like to propose 
that we insert two words into it, and it 
will be somewhat better : « until now ». 
Statistics in respect of different lines were 
abolished in Sweden 20 years ago, but 
now we have to take this information out 
again, but not on the same scale as before, 
but to do it in a different way, just to 
reveal the line between deficit and other- 
wise. We have no need to have an exact 
division between them. We must know 
how much revenue is required to justify 
keeping the very worst lines open to 
traffic. 


Mr. Laloni. — In accordance with the 
remarks made, I propose to amalgamate 
the two Summaries. Summary 2 will be 
the beginning, and continue with No. 1. 


The President. — Gentlemen, I am 
wondering if we could not go even 
further than this. It is quite true, as the 
Special Reporter says, that these state- 
ments are based on the replies received, 
but meeting here we feel a certain em- 
barrassment in admitting that the rail- 
ways do not keep statistics or have not 
kept them up to now. I should like suggest 
that we replace the text before us without 
going into the replies received, simply 
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stating that the Meeting considers it 
desirable that the railways prepare profit 
and loss statements for each line. 


Mr. Upmark. — I think this change 
was already made in Question X which 
we discussed at the beginning of the 
week. What I was going to say, was that 
it is not quite necessary to have statistics 
about each line, but what is necessary, is 
to have statistics for the worst lines. 


Mr. Dugas. — I should like to know 
what is meant by the « worst lines ». 


Mr. Upmark. — I would like to reply 
to this by relating a little tale. A schoolboy 
who was asked: « How can you des- 
cribe the British Empire? » wrote : « The 
British Empire is like an elephant; it is 
very difficult to describe, but if you meet 


one, you would recognize it straight 
away >». 
Mr. Santoro (in Italian). — When 


Question X was discussed, Summary 8 
which invited the Administrations to keep 
accounts of the receipts and expenses per 
region and per line was suppressed. It 
was stated that our Summaries should not 
be wishes. This decision of the Section 
in connection with the discussion on 
Question X surprised me considerably. 


Mr. Harrington, British Railways. — It 
may be that some railways are like 
British Railways in that they do not keep 
regular statistics in respect of each indi- 
vidual line, because they have probably 
a more economical method of tackling 
the problem, and getting the facts which 
are required. For each of the six regions 
of British Railways, there is a separate 
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whole-time committee of officers who 
are regularly in session, who examine all 
the lines which are thought to be unpro- 
fitable 


These six Committees are proceeding 
from branch to branch, preparing all the 
statistics necessary for each branch, taking 
into account the traffic pecularities of 
each branch. The Committees are then 
able, through their regional organisation, 
to present to Headquarters, a series of 
reports, one after the other, dealing with 
each branch. After all, Mr. PRESIDENT, 
the closing of a branch is not merely a 
question of the interpretation of statistics, 
it is more than anything else an exercice 
in commercial judgment. 


The President. — Is Mr. HARRINGTON 
suggesting suppressing the word « sta- 
tistics » and replacing it by some other 
word? 


Mr. Harrington. — No Mr. PRESIDENT, 
I suggest that we keep the point No. 1, 
with possibly some verbal modifications, 
but add later in the Summaries an explan- 
ation of how some railways carry out 
their investigations. 


The President. — I would prefer the 
text of the Summaries not to need any 
explanation in the reports which no one 
will read, and consequently I suppose 
the word « statistics » can give rise to all 
sorts of confusion. If I may refer to what 
we were discussing a week ago, you will 
find examples of profit and loss accounts 
for individual lines, and I would suggest 
replacing the word « statistics » by « se- 
parate accounts for profit and loss » 
which is more business like than « sta- 
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tistics ». If Mr. HARRINGTON can suggest 
anything else which will supply a com- 
mercial element capable of serving as a 
basis for the final judgment, since the 
accounts themselves cannot be the determ- 
ining factor, then we shall be close to 
attaining our object, and we can leave 
with the conviction that we have so 
expressed ourselves that those who await 
the results of our deliberations will be 
satisfied. 


Mr. Miles Beevor. — I suggest to say : 
« Generally speaking, the various Admi- 
nistrations do not, at present, systematic- 
ally keep separate profit and loss accounts 
for every section or branch of their rail- 
ways »». 


Mr. Harrington. — We could add a 
second sentence as follows: « Instead, 
some railways have special Committees 
of Inquiry which investigate the conditions 
on particular lines, the profitability of 
which is open to doubt. » 


The President. — This again is a state- 
ment of fact. It is not a Summary. 


Mr. Bertrand, French National Railways. 
— | think this discussion shows that there 
is unanimous agreement that there are no 
Summaries. There are statements of fact, 
and you Mr. PRESIDENT, made the Meet- 
ing decide that after each statement a 
Summary would be studied and voted 
upon point by point. One of our collea- 
gues proposed just now a general Sum- 
mary, and it was recognised that it was 
preferable to study the Summaries point 
by point, but do you not think. that 
before we study each of the points of 
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these Summaries, It would be better to 
do some more work outside this meeting, 
so that what I want to suggest is that 
we should reflect about the possible 
Summaries, as the Summary which we 
will adopt in the case of point 1 will have 
an influence upon the others. Perhaps, it 
would be better to meet again to-morrow 
armed with the ideas which each of us 
has had as a result of the light thrown 
on the subject during this meeting, ideas 
about each particular point. In this way, 
we would avoid getting into a rut which 
it might be difficult to get out of to-morrow 
in the case of the Summaries for the 
following points. 


The President. — What does the Special 
Reporter think ? 


Mr. Laloni. — I agree, because I see 
that the discussions will go on and on. 
I think we might ask the Delegates who 
made the most judicious comments to 
agree together, so that each statement 
can be followed if necessary by a Summary; 
moreover I would like to remind the 
President of the remark made by Mr. SAN- 
TORO that when Question X was discussed, 
all suggestions about keeping special 
accounts were brushed aside. 


The President. — I thank the Special 
Reporter for recognising that we cannot 
agree the text suggested in his report as 
Summaries for this Congress. The fault 
lies with the replies received from the 
Administrations. It is therefore fully 
agreed that we will try to get some more 
solid basis, which will have the character 
of Summaries and not mere statements, 
to get out of the deadlock we are in 
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danger of finding ourselves in. Unfort- 
unately, the Special Reporter, being 
detained, will not be able to help the 
Committee, which it still remains to 
nominate, with the work of redrafting the 
text, but in any case he is very glad that 
a solution in the way suggested by 
Mr. BERTRAND has been found. 


Will you please therefore select several 
delegates who will draw up a limited num- 
ber of Summaries, taking into account the 
general opinions of the Meeting, because 
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I think that all the Delegates are in prin- 
ciple agreed regarding the general form 
these Summaries should take. 


— The Re-drafting Committee respons- 
ible for preparing a new text for the 
Summaries is composed as _ follows : 
Messrs DuGas (France), HARRINGTON 
(Great Britain), SJOBERG (Sweden) and 
SANTORO (Italy), the latter replacing 
Mr. LALONI who cannot attend. 


— The Meeting then adjourned at 
[20 clock. 


Meeting of the 3rd October 1950. 


PRESIDENT : 


— The Meeting began at 9.30 a.m. 


The President. — Gentlemen, I am very 
pleased to be able to tell you that the 
Committee elected yesterday has drafted 
the text of the new Summaries to be 
discussed, which you will find on page 12 
of the Daily Journal, No. 6. 


— The wording is as follows : 


Summary 1: 


For different areas there are variations in regard 
to railway operation and maintenance, periodic 
traffic fluctuations, transport organisation and 
economic conditions. It is therefore in general 
not possible to state : 

a) the volume of traffic for which a new line 
should be built; 

b) the volume of traffic below which operation of 
an existing line should be discontinued. 


Summary 2: 


Each case must therefore be considered on its 
merits. 


Dr. D. J. WANSINK. 


Summary 3: 


For these investigations the railway must be 
able to assemble reliable and sufficiently detailed 
data of receipts and expenditure for each pros- 
pective new line and for each existing line of 
doubtful value. 


Summary 4: 


In the interpretation of the data so compiled, 
attention must necessarily be directed to the 
following factors : 

a) the relation of the line to the traffic generally 
of the region and its contributory value as a 
feeder to the main line; 


the relationship between the railway and road 
service; 


the simple consideration that traffic density 
compels the railway in some instances to 
construct new lines. The existing rates and 
scales of charges in the majority of countries 
have been based in relation to costs of con- 
struction substantially less than those applic- 
able today. Adjustments of the general level 
of charges must have regard to this point. 


b 


— 


Cc 


— 


The President. — The proposed new 
text included an introductory sentence 
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which has unfortunately been omitted, 
which reads as follows : 


« The following Summaries have been 
based solely on the economic point of 
view, for a railway Administration, quite 
apart from all other considerations. » 


The Committee considered in effect that 
the scope should be strictly limited, 
insisting solely upon the railway economic 
point of view, excluding all other consider- 
ations whether social, political or mili- 
tary, which are not part of the railway 
field but governmental considerations; 
this explains the fairly simple character 
of these Summaries. 

The second point to which I wish to 
call your attention is that we should in 
fact reply to Question XII. 

Question XII in reality consists of two 
factors : « What must the importance and 
the prevailing conditions of traffic be 
in order that from the economic 
point of view: a) the construction of a 
railway line, b) the keeping operating of 
an existing railway line; are justifled? We 
could not give a positive reply because, 
as you will see from Summary | such 
conditions cannot be laid down once for 
all. Each case, as Summary 2 says, must 
be examined on its own merits. In Sum- 
mary 3, we stressed the importance of 
the railway collecting precise and suffi- 
ciently detailed data concerning the re- 
ceipts and expenses per line. We are of 
the opinion that most railways do this, 
but it appears from the replies received 
by the reporters that this state of affairs is 
not as clearly defined as we would have 
wished. Summary 4 gives certain indi- 
cations regarding the interpretation of 
Summaries | to 3, introducing certain 
factors numbered under a) and 4) which 
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were brought out by several delegates at 
yesterdays’meeting. Gentlemen, I should 
like you to turn part c) of Summary 4 
into a Summary 5. This Summary 5 has 
a special character: we intended to 
express in this paragraph that the railways 
are not a closed system, but in certain 
cases the necessity of building new lines 
must be taken into account. I think that 
we should avoid the reproach that we are 
merely making statements of fact. The 
Committee admit that these Summaries 
are very simple, but they are derived from 
the simplicity of the questions. It is not 
possible to give any general reply as 
Summary | states; so that we have to 
limit ourselves to general considerations. 


Mr. Harrington. — I suggest that Sum- 
mary 4 (c), as it becomes Summary 5, 
might now read : « Traffic density alone 
compels the railway... », etc. 


The President. — | call upon Mr. La- 
LONI, Special Reporter. 


Mr. Laloni. — Before suggesting that 
the Meeting discuss and approve the 
proposals of the Committee whom I must 
thank most wholeheartedly for the work 
they have done, I would like to make a 
few general remarks. The 5 Summaries 
in my opinion digress from the results of 
the enquiry; they do not take into account 
the statements collected by the two re- 
porters and contain affirmations of a 
general order which cannot be accepted 
by everyone. For the rest, who can deny 
that the operating and maintenance condi- 
tions, the economic conditions of the traffic 
vary from region to region? This is a 
statement, an absolute fact. On the other 
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hand, the replies to the questionnaire 
were not satisfactory as regards the solu- 
tion of the chief question, i. e. we found 
that all the Administrations did not keep 
systematic returns, nor statistics, nor 
calculations of an economic kind, and 
did not get out profit and loss accounts as 
Mr. DEN HOLLANDER pointed out yester- 
day. Certain Administrations make such 
calculations according to a more or less 
debatable method, but the greater number, 
according to what we found when exam- 
ining the replies received, did not go 
in for returns of this sort. Why should 
we forget that most railways told us 
that the construction of new lines no 
longer arose, as the existing lines already 
meet traffic requirements? Why should 
we say that there are countries in which 
lines are still to be built, when the replies 
were contrary to such a statement? On 
the other hand, Summary 10 of the 
Special Report states that in areas still 
being developed, the present state of the 
technique obliges us to have recourse to 
the construction of a new line only after 
having considered the possibilities of 
all other methods of transport, the ex- 
pected profits being the decisive factor 
in the final choice. I would like to learn 
the opinion of the Meeting as to whether 
it is the method of the Congress to ignore 
completely the results of the enquiry 
made and the replies received to the ques- 
tionnaire, since the Summaries which 
you have suggested and which I accept — 
it is impossible for me not to accept 
them — do not take into account the 
statements made in the report on the 
basis of the replies received. 


For this reason, Mr. PRESIDENT, I 
should like to know the opinion of the 
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Meeting on this method which, in my 
opinion, is not the usual practice in the 
annals of the Congress. 


The President. — The General Secretary, 
who is well-informed as to procedure, 
whom I consulted, told me that the 
Congress and the Sections are free to 
draw Summaries from the statements of 
fact. We are faced with statements of 
fact, and we are free to draw Summaries 
from them. We can proceed as follows : 
state that the replies received did not give 
the Special Reporter a chance to do 
anything but make some statements of 
fact, but that the Section considered it 
advisable to draw some Summaries there- 
from. Does this satisfy the SPECIAL 
REPORTER ? 


Mr. Laloni. — I do not know how the 
Meeting is situated as regards formulating 
Summaries. 


The President. — The Meeting has in 
fact taken into account the statements 
of fact inthe Special Report. I think these 
statements of fact can be taken as known, 
and Summaries drawn up which the 
Plenary Meeting will later on approve. 


Mr. Den Hollander. — I would like to 
suggest leaving the Summaries as Mr. LA- 
LONI drew them up in order that everyone 
can see what the present situation is, 
namely that in general, the railway 
Administrations have not the necessary 
figures available to enable them to study 
the position of their branch lines. As 
you said yesterday, Mr. PRESIDENT, Mr. LA 
LONI has summed up and very carefully 
studied the reports of the railway Admi- 
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nistrations in a way that we greatly 
appreciate, and he condensed these in his 
proposed Summaries. Consequently I 
propose that we leave them alone. I 
suggest retaining the ten Summaries of 
the special report and adding as a sup- 
plement the new Summaries drafted by 
the Committee. 


The President. — I quite agree with 
Mr. Esteves, — whom I regret is not here 
today — when he says that Mr. LALONI’s 
report does not contain any Summaries. 
Summaries | to 10 are merely a brief 
resumé of the special report, so that we 
can proceed as suggested by Mr. DEN 
HOLLANDER and consider our new Sum- 
maries as based on Summaries | to 10. 
We might say that we have taken note 
of the statements | to 10 and starting from 
them, have arrived at the following 
Summaries. 


Mr. Laloni. — I agree with the idea of 
Mr. DEN HOLLANDER : adopt the 10 Sum- 
maries of the Special Report as statements 
of fact and add the Committee’s Sum- 
maries. 


Mr. Dugas. — I should like to pay my 
personal tribute to the work of the Special 
Reporter, which I have not had the chance 
to do before, and I would like to call 
the attention of the Section to the fact that 
the Reporter owes his objective attitude 
to the insufficiency of the replies received : 
taking into account very perfectly the 
meagre information given him, he was 
reduced to merely making statements of 
fact. What did the Committee do? It 
may be said that it worked almost without 
any basis, that it endeavoured to draft 
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positive Summaries, but the Report had 
no such positive factors in the enquiry 


made. He could only make statements 
of fact. 
The President. — Gentlemen, we will 


proceed as follows. The statements of 
fact of the report do not lend themselves 
to discussion. They are merely a Summary 
of the report. What we must discuss are 
Summaries | to 5 the introduction to 
which is given on the board. 


Mr. Harrington. — It might help, I 
suggest, if we slightly alter the wording 
of the preamble to read as follows : 
« After discussing the Summary of the 
replies prepared by the Special Reporter, 
on the basis of the information received, 
the Summaries which follow have been 
framed solely... », etc. 


Mr. Laloni. — Agreed, provided the 
wording is eventually revised. 


— The Meeting agreed to this in prin- 
ciple. 


Mr. Farquharson, East African Rail- 
ways. — Before we leave the question of 
the 10 Summaries, I think it desirable to 
draw attention to the point covered in 
No. 9 and 10. It appears to me that 
this aspect is not covered in the draft 
of the five new conclusions, the point 
being that I feel insufficient attention has 
been given to differentiating between 
developed countries, and those not yet 
fully developed, especially as regards the 
construction of new lines. A study of 
the replies received from India, South 
Africa and Sudan, indicates that these 
countries do not regard their transport 
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system as being fully developed. I suggest 
that Summary 9 should deal with devel- 
oped countries which, in fact, it does, and 
Summary 10 should deal with countries 
not yet fully developed. 


The President. — Agreed; it was already 
mentioned during the meeting of the 
Committee. 


Mr. Panicelli, Jtalian State Railways 
(in Italian). — When in Summary 10 we 
speak about « areas still being developed » 
I do not think we should say « new lines » 
until we have examined the possibilities, 
the cost of other methods of transport, 
as, as far as the operation of these latter 
is concerned, the size and construction 
of the road itself must also be taken into 
account. 


Mr. Laloni. — I do not think it is 
advisable to go into further details about 
the question which has been summed up 
in this point 10. If we go into the question 
of the cost of the road, we are getting 
beyond our subject. — 


The President. — Mr. HARRINGTON, 
it is suggested replacing « after discussion 
of the resumé » by «after examination 
of the resumé... ». This introduction links 
together the original 10 statements of fact 
and the Summaries to be approved during 
this meeting. 

I would also like to point out that it 
is very difficult to discuss the resumé, 
because as far as the resumé itself is 
concerned, the question is whether the 
Special Reporter has successfully carried 
out his work or not. If you say that some 
of it needs altering, it means he has not 
done his work properly. Consequently, it 
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is very difficult to discuss the resumé, 
because its various paragraphs merely 
give. the facts indicated by the Adminis- 
trations. The replies were vague and 
insufficient, but although they were insuf- 
ficient, paragraphs 9 and 10 cannot be 
modified unless the Special Reporter 
agrees to make a slight alteration to them, 
and I want to ask Mr. LALONrI if these 
suggested modifications meet with his 
approval. 


Mr. LALONI tells me that he agrees. He 
is prepared to alter the text of paragraphs 
9 and 10 so that No. 9 refers clearly to 
developed countries and No. 10 to less 
developed countries. 


Mr. Farquharson. — Point No. 9: 
instead of «In general » the text should 
read «In developed countries... », etc. 


Point No. 10 : my point is simply 
one of interpretation of the term « pro- 
fitable returns ». The position is difficult 
in new countries, to deal with the situation 
where there is not a complete transporta- 
tion system. New countries have inferior 
roads, and developments are of such 
nature that the choice has to be made 
between railway and road, and if you go 
on the balance sheet of, say, the railway, 
you might not get the right answer. The 
decision should be on the basis that the 
transport route to be built should be 
that which will result in least cost, but 
circumstances may arise where the revenue 
might be small, yet I should say, in these 
conditions, consideration should be given 


~ to possibility of subsidy by special rates, 


or perhaps some restriction on road 
transport, so it is a question of changing 
« profitable ». Choice should be the 
one which gives least cost. 
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Mr. Laloni. — I have no objection to 
this suggestion to say in point 9: «In 
general, in developed countries...» In 
effect this is a precision which does not 
come into the text, and I agree to the 
suggestion that has been made. 


Mr. Sven Boye, Reporter. — Before 
approving the 10 points, I would draw 
attention to point 4 which says « The 
various railway systems are of opinion..., 
etc. » I would propose to cut out that 
word «systems » and make the text 
read : « Various railways are of opinion ». 


The President. — Gentlemen, the GE- 
NERAL SECRETARY has pointed out to 
me that it will be necessary to give in to- 
days’ Daily Journal the slight alteration 
made to the text of the statements of 
fact, seeing that these will not be repro- 
duced in their entirety and will not be 
submitted to the approval of the Plenary 
Meeting. Only the Summaries will be 
submitted to it. It is therefore necessary 
for everyone to be able to see the finally 
agreed text of the Summary. 


We will now discuss the 5 Summaries 
suggested by the Special Committee. I 
will begin the discussion on the preamble 
in its final form as suggested by Mr. Har- 
RINGTON, and which has been agreed by 
the Meeting. 


Mr. Train, British Railways. — As 
regards the preamble, I suggest there 
is no reason for departing from the Spe- 
cial Reporter’s wording which he uses in 
his Summary, and simply alter the last 
line to read: «...meeting the needs of 
extra-economic considerations ». 
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Mr. Dugas. — That is saying the same 
thing twice over. 


The President. — Does Mr. HARRING- 
TON agree? Mr. HARRINGTON does not 
quite inderstand the meaning of « extra- 
economic »». 


Mr. Train. — It is because I thought 
the Reporter had done well, and I sug- 
gested it should be repeated. 


Mr. Harrington. — I suggest the follow- 
ing text : « After examining the Summary 
of the replies prepared by the Special 
Reporter, and the statements of fact 
made by the Special Reporter, the con- 
clusions which follow have been framed 
solely from the view of economic railway 
administration, omitting consideration of 
other aspects ». 


(A discussion between the President and 


the British Delegates about the wording of 


the introduction. ) 


Dr. Cottier. — I suggest replacing the 
word « Administration » by «railway 
system» as Mr. LALoni did in his report. 
We are only dealing with systems and 
not little railways. We must not impede 
the tendency to replace little railways by 
motor services. 


Mr. Sherrington. — In English it is the 
same wording. I suggest you alter the 
French text, and leave the English text 
as it is. 


The President. — We might say « ré- 
seau » in the French text and leave the 
English text as it is. (Agreed. ) 
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— The French text of the Preamble 
adopted by the Section reads as foilows : 


Preamble. 


« After examining the Summary of 
the replies prepared by the Special Re- 
porter and the statement of facts obtain- 
ed by the Special Reporter, the Swmma- 
ries which follow have been framed 
solely from the view of economic rail- 
way administration, omitting considera- 
tion of other aspects. » 


The President. — We will now go on to 
discuss the Summaries. 


Mr. Bréchot. — Summary I : 


1. For different areas there are variations 
in regard to railway operation and mainte- 
nance, periodic traffic fluctuations, transport 
organisation and economic conditions. It is 
therefore in general not possible to state: 


(a) the volume of traffic for which a new 
line should be built; 


(b) the volume of traffic below which 
operation of an existing line should be dis- 
continued. 


Mr. Pickford. — I would like to suggest 
one slight addition. The question is the 
importance and prevailing conditions of 
traffic. This does not only mean the 
volume; there may be other factors, and 
I would suggest that we say in (a) and 
(b) after « volume » « nature and revenue 
prospects ». 


Mr. Dugas. — The word « receipts » is 
insufficient. 


Mr. Sjoberg. — May I remind you of 
the title of Question XII : « What must 
the importance and the prevailing condi- 
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tions of traffic be... »? Would it not be 
better to say in this Summary: « the 
volume and conditions of traffic... ». We 
would then remain within the Question 
as set. 


Mr. Harrington. — In my opinion the 
English translation is not a very happy 
one, importance being referred to instead 
of volume. 


Mr. Miles Beevor. — I understand the 
correct English translation of the question 
we are now discussing is « What volume 
and what prevailing conditions of traffic 
ought to exist in order that from the 
economic point of view, the continued 
operation of an existing railway line, 
should be useful? 

It seems to me that the sub-Committee 
are simply saying that as regards volume, 
it is not possible to reach any general 
Summary. I agree entirely with that. I 
suggest that paragraph 1, as agreed by 
the sub-Committee, should stand without 
any alteration. 


Mr. Dugas. — I would like to ask if it is 
absolutely necessary in the first paragraph 
of Summary | to leave « vary according 
to the regions ». I suppose that the 
operating and maintenance conditions 
also vary within a given region itself. If 
we leave the words «according to the 
regions » it seems to me that we should 
go on by saying « ...Consequently it 1s 
not generally possible to fix in a more or 
less uniform way...» Ina given region, 
the traffic conditions may vary according 
to certain circumstances. 


The President. — In the-second half 
of the Summary, it is stated that it is not 
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possible to fix the volume of traffic 
justifying the construction of a new line. 
Whether it is possible or not, it depends 
on the region. I think that the text is 
right therefore. 


Dr. Cottier. — It seems to me that we 
are going rather far in saying «...in 
general ». It is certain that in Jugoslavia 
for example, where hundreds of lines 
still have to be built, the authorities will 
have to take the probable traffic of these 
lines into account. 


The President. — Yes, but according to 
the question with which we are dealing, 
our task is to decide what is the volume 
and conditions necessary. And the text 
states that it is not possible to make any 
general statement. 


There remains Mr. PICKFORD’s sugges- 
tion to add « nature and estimation of the 
receipts » ina) and b). In this connection 
it is pointed out that data concerning the 
receipts are mentioned in Summary 3. 
I think however that this is in a context 
with a different object than in Summary 1. 


Mr. Nolet de Brauwere, Belgian National 
Railways. — | think that this suggestion 
is not altogether a happy one. It says : 
« the volume, the nature... ». The nature 
and the volume of what? We should say 
« volume of traffic ». 


The President. — This has been foreseen. 
Gentlemen, will the Delegates in favour 
of Mr. PICKFORD’s suggestion please 
raise their hands. 


— The suggestion was rejected and 
Summary I was adopted with the slight 
modification suggested by Mr. Duaas. 
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« 1. For different areas there are varia- 
tions in regard to railway operation and 
maintenance, periodic traffic fluctuations, 
transport organisation and economic con- 
ditions. 
« It is therefore in general not possible 
to state : 
«a) the volume of traffic for which 
a new line should be built; 

«b) the volume of traffic below which 
operation of an existing line should 
be discontinued. » 


Mr. Bréchot. — Summary 2: 


2. Each case must therefore be considered 
on its merits. 


Mr. Laloni. — I think this Summary 
might be made more precise by stating : 
« Each case relating to the economic 
usefulness of a new line or the retention 
of an old line should be considered... » 


Mr. Dugas. — Agreed. 


Mr. Miles Beevor. — Agreed. 


Mr. Harrington. — I propose substitut- 
ing in the English translation « continued 
operation » for « maintenance ». 


— Summary 2 was adopted in the follow- 
ing amended form : 


« 2. Each case of building a new line 
or continued operation of an existing line 
must therefore be considered on_ its 
merits. » 


Mr. Bréchot. — Summary 3: 


3. For these investigations the railway 
must be able to assemble reliable and suf- 


OcTOBER 1951 


ficiently detailed data of receipts and expen- 
diture for each prospective new line and for 
each existing line of doubtful value. 


Mr. Laloni. — I think it would be better 
to replace the word «enquéte » by 
«examen » seeing that we mention an 
examination in Summary 2. 


Mr. Upmark. — I want to draw your 
attention to the translation of the English 
text. The English text reads « reliable ». 


Mr. Dugas. — In the French text, I 
suggest we say «valables » instead of 
« précises ». 


The President. — We have therefore two 
suggested amendments to this text, the 
first suggested by Mr. LALONI, to replace 
« enquéte » by « examen » and the second 
to replace « précises » by « valables » as 
suggested by Mr. DuGas. 


Mr. Lindenberg, South African Railways 
and Harbours, Vice-President. — No 
railway has got the statistics, then we 
come to this and say « must ». 


Mr. Miles Beevor. — That is the point 
of view I want to defend, that the railway 
must do this. 


Mr. Dugas. — I suggest leaving « doit 
pouvoir » in the French text; in English 
« ought to be able ». 


The President. — It is simply a question 
of the translation which will be put right 
by the Office. 


Dr. Cottier. — I suggest saying « rail- 
way system » instead of «railway ». 
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Mr. Dugas. — In that case say « each 
railway system ». 


The President. — I will put the following 
amended text for Summary 3 to the vote : 


« 3. For these investigations each rail- 
way system ought to be able to assemble 
reliable and sufficiently detailed data of 
receipts and expenditure for each pros- 
pective new line and for each existing 
line of doubtful value. » 


— Adopted. 


Mr. Bréchot. — Summary 4 : 


4. In the interpretation of the data. so 
compiled attention must necessarily be di- 
rected to the following factors : 


(a) the relation of the line to the traffic 
generally of the region and its contributory 
value as a feeder to the main line; 


(b) the relationship between the railway 
and road service; 


Mr. Dugas. — In French it might be 
clearer if we said « contribution » instead 
of «rapport » and «son importance 
comme affluent » instead of « source ». 
The « source » can begin and end on the 
line itself. 


Mr. Harrington. — « The relation of 
the line to the traffic generally of the 
region », it is contributing something to 
the traffic facilities of the area of the 
country concerned, which would be other- 
wise lacking if the line were taken up. 
Does it provide an alternative route in 
the case of mishap on another line? 
These were the kind of considerations the 
sub-Committee had in mind. 


Mr. Miles Beevor. — May I make a 
suggestion about the wording? Could 
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we modify the English text and say « the 
relation of the line to the general traffic 
of the region... » instead of the suggested 
LOXt. 


Mr. Lindenberg. — I am satisfied with 
the suggestion made by Mr. BEEVoR. 


The President. — Has anyone else 
anything to say? 


Mr. Upmark. — I have two remarks to 
make, the first one about paragraph 5) : 
« The relationship between the railways 
and the road services ». I would prefer 
« the relationship between the railways 
and other means of transport ». We have 
canals, coastwise trade, and so on. 


The President. — I do not think that 
only road services should be mentioned. 
There are countries were the water 
services are also important. I suppose 
that everyone agrees with Mr. UPMARK’s 
comment. (Agreed.) 


Dr. Cottier. — I do not understand the 
meaning of the expression « relationship 
between the railway and road services ». 
What does it mean? Is the legal relation- 
ship the one in view? It is not at all 
clear. 


Mr. Harrington. — It means the 
economic relations. The opinion of a 
Railway Administration about the closing 
down of a branch line is influenced by the 
fact that it participates or not in the 
road services replacing it. 


Mr. Dugas. — It really means agree- 
ments. « Economic relations » is not 
very satisfactory. 
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Dr. Cottier. — Could we say « Legal 
or fiscal regime imposed by the State ». 
It is not very clear. 


The President. — The Committee meant 
to imply that the action taken depends 
on whether the railway has or has not a 
financial interest in the road services. 
In my opinion, we should say what 
kind of relations we have in mind. 


Mr. Dugas. — They would be financial 
agreements. 


Mr. Sjoberg. — I think it is a question 
of competitive relations. 


Dr. Cottier. — I think it most important 
to stress a point of view here. At the 
present time in many States, the compe- 
tition between railway and road has not 
yet been stopped. The cost of the road, 
for example, is not known. Will the 
railways stipulate that there should be 
equality of treatment especially as regards 
the cost of the road and the permanent 
way? In many countries, fair conditions 
for competition have not yet been fixed. 
There are some countries where results 
have been obtained, but there are others 
where they have not been. Consequently, 
the state of the laws, which handicaps 
the competition between the different 
methods of transport, is a very important 
factor in deciding if road transport is 
better than railway transport. It seems 
to me that the regulation of competition 
in each State is a very important factor. . 
I think that this is what is implied here. 
I will give you a typical example. In 
Switzerland, it can be stated that we have 
not yet got any economic bases for the 
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establishment of a legal regulation of the 
different methods of transport. At the 
present time very objective studies are 
being made on the cost of the road, to 
see if the motor pays its share for the 
road, yes, or no. These studies have taken 
years. They will shortly be completed, 
and then perhaps the cost of road trans- 
port will be increased because the State 
should equalise the conditions of treat- 
ment of the different methods of transport. 
It cannot ask the railway to pay all its 
permanent way costs whilst the road 
services are being given a present of 
part of the road costs. It is very risky 
to take decisions to turn railway services 
into road services before knowing the 
future costs of the road. At the present 
time, we are in the middle of evolution. 
In each case, it is necessary to know if 
the state of regulation of competition is 
fixed; this factor must be taken into 
account before coming to any decision. 


The President. — Are you suggesting 
a different wording? 


Dr. Cottier. — It is very difficult. The 
state of regulation of the different methods 
of transport must be taken into account. 
In paragraph 5) instead of « relation- 
ship » I suggest: « the regulations as 
regards competition between the railway 
and other methods of transport ». 


Mr. Miles Beevor. — If I have under- 
stood Dr. CortierR’s idea alright, | would 
suggest altering 5) as follows : 


« The circumstances in which other 
means of transport may be operating, 
whether they are in association or in 
competition with the railways ». 
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Mr. Laloni. — | think the two modi- 
fications might be combined by saying : 
«b) the economic conditions of competi- 
tion or collaboration with other methods 
of transport ». This is quite generic and 
includes a great many things, I believe. 


The President. — Gentlemen, Dr. 
COTTIER says he agrees with Mr. LALONI’s 
suggestion. There are therefore two texts : 
the text of Mr. LALONI and that suggested 
by Mr. BEEvor. The latter goes a bit 
further than Mr. LALONI’s text, as it also 
deals with competition : free competition 
or regulated competition. This element 
does not come into the text proposed by 
Mr. LALONI. 


Mr. Laloni. — We might add « and 
legal » to « economic conditions ». 


The President. — It is now a question 
of making it quite clear what the Com- 
mittee intended to mean by paragraph 5). 
In my opinion, I think Mr. BEEvoR’s 
text is the best. It puts things in the 
best perspective. 


Dr. Cottier. — We cannot say 
« economic conditions of competition ». 
That does not mean anything. I think we 
might combine the two texts by saying 
« conditions of competition or co-oper- 
ation ». What Mr. BEEvor has in mind 
is the case of Great Britain which is 
unique in that railway transport and 
road transport are grouped together in 
the same undertaking. In other countries, 
there is still competition which up to the 
present has not been regulated in any way. 


Mr. Miles Beevor. — So far as 1am con- 
cerned, I think Mr. LALONI’s suggestion 
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would be quite acceptable if the word 
« economic », which we regard as limiting, 
was left out. We would say : « the condi- 
tions of competition or co-operation with 
the other means of transport ». 


The President. — Do you _ accept 
Mr. LALONI’s text amended by Mr. 
BEEVOR : «the conditions of competition 
or co-operation with other means of 
transport »? (Agreed.) 


Mr. Upmark. — In paragraph 3, we 
are talking about sufficient and reliable 
data, then in paragraph 4 is recorded the 
use which should be made of this data, 
but I would suggest that before taking 
into account « relations », and the long 
discussion about paragraph 5) — before 
we enter into that subject — we should 
put in something that points out that 
you need more than economic statistical 
data. You need judgment before you 
start the real matter of deciding what to 
do. My proposal is that this should 
read : 


« In the interpretation of the data so 
compiled», then add : « and in the form- 
ulation of a sound commercial judgment 
of the future position, attention should be 
drawn..., etc. ». 


The President. — 
(Agreed. ) 


No objections? 


Dr. Cottier. — I think we should add 
another very important point. It will 
certainly happen that in many regions, 
it will be decided from the purely economic 
point of view, that the lines should 
be abandoned and replaced by motor 
services, but for reasons that are rather 
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non-economic, I think that many com- 
munes are prepared to pay subsidies for 
the railway to continue in operation. 
I think we should add as a third point 
the possibility of subsidies paid out by 
the regions concerned to keep the rail- 
way running. 


The President. — In my opinion, this 
is included in the foreword. 


Dr. Cottier. — We are on very restricted 
territory. 


— The Meeting adopted the following 
text suggested by the Committee and 
amended by Messrs UPMARK and BEEVOR. 


« 4. In the interpretation of the data so 
compiled, and in the formulation of a 
sound commercial judgment of the future 
position, attention must necessarily be 
directed to the following factors : 


« a) the relation of the line to the 
general traffic of the region and its contri- 
butory value as a feeder to the main line; 


« 6) the conditions of competition or 
co-operation with the other means of 
transport. » 


Mr. Bréchot. — Summary 5: 


5. The simple consideration that traffic 
density compels the railway in some 
instances to construct new lines. The exist- 


ing rates and charges scales in the majority 
of countries have been based in relation to 
costs of construction substantially less than 
those applicable today. Adjustments of the 
general level of charges must have regard to 
this point. 


Mr. Laloni. — I am of the opinion 
that the first sentence, once detached 
from Summary 4, becomes rather vague. 
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It is difficult to grasp exactly what is 
meant. What is meant by: « the simple 
consideration of the density of the 
traffic... ». 


Mr. Dugas. — I suggest a modification 
of form which might clarify the text, by 
saying : « The simple consideration of 
the density of traffic imposes in certain 
cases the construction of new railway 
lines ». This is not imposed on the rail- 
way, but imposed on the general economy 
by a simple consideration of the density. 
For example, I would mention the case 
of the construction of metropolitan or 
suburban railways. 


The President. — In drawing up 
Summary 5 we wished to state that in 
certain cases the necessity to construct 
railways was imposed for reasons of the 
density of traffic, but to remain within 
the economic framework of our consi- 
derations, we added that the cost of 
building a new line should be covered by 
the rates. Now the rates in the great 
majority of countries are calculated on 
costs of construction much lower than 
any that could be applied at the present 
time, and it is to safeguard the total 
budget and not assume a loss on this new 
line, that we proposed this statement 
about the level of the rates. I think that 
when Mr. DuGas admits the fact that 
the railway is obliged to construct, he 
opens the door to considerations other 
than economic ones. 


Mr. Dugas. — I do not think so. In 
effect, it is not a railway system which 
decides to build a line, but a Govern- 
ment who will decide to give you this 
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railway concession when it will be neces- 
sary to make use of the only method of 
transport that can deal with the transport 
of large masses, with high density traffic. 


The President. — My remark was 
simply intended to safeguard the economic 
character of our Summaries. If you think 
that the meaning is not altered by your 
suggestion, I will agree to it. 


Mr. Lindenberg. — I would like to 
suggest that No. 5 as proposed be omitted 
and left as paragraph c), and that it 
reads as follows : 


« Justification for the building of new 
lines, other than those providing improved 
operation or traffic requirements, must be 
based on present-day construction costs.» 


The President. — You want the new 
lines to pay for themselves out of their 
own returns. 


Mr. Harrington. — I do not think it 
covers the same point as Mr. DuGas had 
in mind. 


Mr. Sjoberg. — I think it would be 
better if the modified text said : « Only 
the density of the traffic obliges the 
railway in certain cases to build new 
lines. This can be often covered by the 
rates »>. 


Mr. Lindenberg. — I withdraw my 
suggestion in favour of that of Mr. 
SJOBERG, which meets the position better. 


Dr. Cottier. — In order to prevent 
discussions at the Plenary Meeting, I 
would like to say something. I think 
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that we are about to commit a serious 
heresy. It is not true that in the majority 
of countries the rates were based on the 
cost of construction. Originally there 
were subsidies from the Public Author- 
ities in every country to build the first 
railways. It is not the cost of construction 
which was the basis of the rates, but the 
possibility of getting the users to pay 
such and such a rate. You cannot apply 
on a new line, on the same railway 
system different rates, except perhaps in 
mountain regions where, as we know from 
experience, the operating costs are a great 
deal higher than on ordinary lines. In 
general, I doubt whether one can intro- 
duce, for example around Paris, a new 
line with different rates. This would be 
absolutely against any policy of standard 
rates. 


The President. — Before calling upon 
Mr. DEN HOLLANDER, I would like to 
point out that the Committee did not 
postulate any differential rates. They 
simply postulated a higher assessment 
due to the very high cost of a new line, 
a cost which cannot be covered on the 
basis of the existing rates. It is therefore 
necessary to raise the general level of 
the rates a little in order to cover suffi- 
ciently the cost of these new lines. Equality 
of treatment for all users is retained. I am 
simply pointing this out to make things 
quite clear, so as not to prolong the 
debate. 


Mr. den Hollander. — I have the 
impression that with this new Summary 5 
we have gradually got*into a situation 
where we cannot take any decision at the 
present, and for this reason I suggest 
leaving out this Summary. 
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Mr. Laloni. — I agree. 


Mr. Miles Beevor. — While I am very 
much in accord with what Mr. DEN 
HOLLANDER has said, it might almost be 
said, having regard to Question XII, 
this discussion on rates, which leads into 
a veritable hornets nest, is out of order. 
Is it possible we might add to Sum- 
mary 4, a), this question of density of 
traffic, which I think is an important 
point which ought to be brought out 
somewhere. It might possibly be put 
with 4, a), as follows : 


« The relation of the line to the general 
traffic of the region, the density to be 
anticipated, and its contributory value as 
a feeder to the main lines. » 


Mr. Laloni. — I quite agree with 
Mr. Beevor. I also agree that all the 
latter part should be dropped, that 
relating to the rates. These considerations, 
in my opinion, are getting outside the 
question, and taking us too far. For this 
reason, I agree to Mr. DEN HOLLANDER’S 
suggestion to suppress Summary 5 and 


alter point a) of Summary 4 as Mr. 


BEEVOR suggested. 


Mr. Dugas. — For my part, I prefer its 
suppression pure and simple as suggested 
by Mr. DEN HOLLANDER from taking the 
density into account. This is quite a 
different problem. In drawing up this 
Summary — it was I who suggested it — 
I wanted to say that in certain cases, 
whether you want it or not, it will be 
needed to construct a new railway line 
for a simple reason of density of traffic. 
This is a special case different from those 
we have discussed up to now. If we do 
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not wish to mention this case, we must 
take up the attitude of Mr. DEN Hot- 
LANDER and suppress Summary 5. 


The President. — I think that everyone 
is agreed that Summary 5 should be 
suppressed, and no mention be made of 
the density of traffic. 


— The Meeting agreed to this suggestion. 


Mr. Upmark. — I have no objection 
to this solution, but I would like to say 
that in this point you get the whole 
problem. When density of traffic compels 
you to build a new railway line, why 
should not this railway line pay its own 
way? It puts the limelight on the whole 
economic standing of the railways, and 
I would suggest that this problem can be 
taken up by the Congress at a later stage 
somewhere in the future. As Mr. LALONI 
says, it is too big a problem to discuss 
here. This problem is the main one in 
the whole question. You have the same 
problem everyday, for example: old houses 
— low rents; new houses — high rents 
or subsidies ; no high rents — no houses 
built. We could have exactly this problem 
with a railway, an extension of new line 
which should be built. It does not pay 
with present construction costs, but twenty 
years ago, or forty years ago, it should 
have been built then. Now people in this 
area could say: « Why should we be 
without a railway, other parts of the 
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country have got railways which pay less 
than this one ». I would suggest that the 


PRESIDENT puts this question on the 
agenda for some meeting in another 
place. 


— The Meeting was in favour of this 
suggestion. 


The President. — Gentlemen, before 
bringing the Meeting to an end, I would 
like to express my deep gratitude as well 
as that of the Meeting to the Special 
Reporter, our dear friend and colleague 
Mr. LALONI, who as result of much hard 
work, was able to put before you his 
Special Report. He must be convinced 
that his work was well worth while, 
because as I said yesterday, he has opened 
our eyes to the very unsatisfactory 
position of the majority of railways, as 
regards the problem we have just studied. 
I also wish to thank the Principal Secretary 
and the Secretaries for their invaluable 
assistance, as well as all the Delegates for 
the great interest they have shown in our 
labours. 


Mr. Laloni. — Mr. PRESIDENT, if you 
will allow me, I would like to thank you 
for your kind words. I must add that 
the success of our labours is due in no 
mean measure to the way in which you 
have directed the debate and solved the 
difficulties which arose. (Great applause.) 


— The Meeting rose at 12.30. 


DISCUSSION AT THE PLENARY MEETING. 


Meeting held on October 4th, 1950. 


Dr. ENG. G. pi RAIMONDO, PRESIDENT, IN THE CHAIR. 


GENERAL SECRETARIES : Mr. P. GHILAIN AND Dr. ENG. M. VALDIVIESO. 


ASSISTANT GENERAL SECRETARY : Mr. Cu. E. WHITWORTH. 


Mr. Ghilain, General Secretary (in 
French). — We will now examine the 
Summaries relating to Question XII, 
appearing in the Daily Journal of the 
Congress, No. 7 dated 4th October 1950. 


(No objections were raised during the 
examination of these Summaries.) — 


The President (in French). — We may 
therefore consider the Summaries for 
Question XII as ratified. 


SUMMARIES. 


Preamble. 


« After examining the summary of 
« the replies prepared by the Special 
« Reporter and the statement of facts 
« obtained by the Special Reporter, the 
« summaries which follow have been 
« framed solely from the view of eco- 
« nomic railway administration, omitting 
« consideration of other aspects. 


« 1. For different areas there are 
« variations in regard to railway opera- 
« tion and maintenance, periodic traffic 
« fluctuations, transport organisation 
« and economic conditions. It is there- 
« fore in general not possible to state : 


« a) the volume of traffic for which 
a new line should be built; 


« b) the volume of traffic below 
which operation of an existing line 
should be discontinued. 


« 2. Each case of building a new line 
or continued operation of an existing 
line must therefore be considered on 
its merits. 


« 3. For these investigations each 
railway system ought to be able to 
assemble reliable and _— sufficiently 


detailed data of receipts and expendi- 
ture for each prospective new line and 
for each existing line of doubtful 
value. 


« 4. In the interpretation of the data 
so compiled, and in the formulation of 
a sound commercial judgment of the 
future position, attention must neces- 
sarily be directed to the following 
factors : 

« a) the relation of the line to the 
general traffic of the region and its 
contributory value as a feeder to the 
main line; 

« b) the conditions of competition or 
co-operation with the other means of 
transport. 
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